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The Legislative Council, which is composed of five Senators, six Representatives,
and the presiding officers of the two houses, serves as a continuing research agency for
the legislatur e through the maintenance of a trained staff, Between sessions, research
activities are concentrated on the study of relatively broad problems formally proposed
by legialators, and the publication and distribution of factual reports to aid in their
aolution,

During the seHlons, the emphasis ls on supplying legislators, on individual
request, with personal memoranda, providing them with information needed to handle
their own legislative problem&. Reports and memoranda both give pertinent data in the
form of facts, figures, arguments, and alternatives, without these involving definite
recommendations for action, Pixing upon definite policies, however, is facilitated by
the facts provided and the form in which they are presented,
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LETTER OF TRANSMITTAL

November 21, 1958

Senator Ray B. Danks
Colorado Legislative Council
Denver 2, Colorado
Dear Senator Danks:
Transmitted herewith is the report of the Legislative Council Committee
on Highway Safety appointed pursuant to Senate Joint Resolution No. 23 (1957).
This report covers the committee's study of the various aspects of highway
safety including motor vehicle administration, driver licensing and improvement,
driver education, law enforcement and the courts, and highway safety programs •

.,
Sincerely yours,

/s/

.

CEB:mrl

Senator Charles E • Bennett
Chairman
Committee on Highway Safety

FOREWORD
This study was made under the provisions of S.J ,Ii. No. 23 passed at the first session
of the Forty-first General Assembly. The resolution directed the Colorado Legislative
Council to begin a study of traffic safety laws. The resolution stated further that a study
of traffic safety was needed because of the annual death, injury and property toll from
motor vehicle accidents in Colorado and the continuing annual increase in the number of
drivers licensed, in vehicles registered, and in the number of miles traveled.
The Chairman of the Legislative Council, as directed by the resolution, appointed a
committee to make this study of highway safety. Committee members included: Senator
Charles E. Bennett, Denver, Chairman; Sena tor A. W. Hewett, Boulder; Representative Orlando
Salaz, Trinidad; Representative Walter Stalker, Kirk; and former state senator Ben Bezoff,
Denver. Harry o. Lawson, Legislative Council senior research analyst, had the primary
responsibility for the staff work on this study.
Fourteen meetings were held by the Legislative Council Cammi ttee on Highway Safety
during the course of its study. Several of these meetings were public hearings at which
national, state, and local authorities in the various fields related to highway safety
gave the committee the benefit of their advice and consultation. Considerable time was
devoted by the committee to an examination of the programs and operations of the Colorado
State Patrol; the Motor Vehicle Division, State Department of Revenue; and the Colorado
Hi~hway Safety Council.
In carrying out the mandate of the resolution, the committee gave considerable
attention to the following major aspects of highway safety: 1) law enforcement and the
courts; 2) driver education; 3) the teenage driver; 4) the drinking driver and "implied
consent" legislation; 5) driver licensing and improvement; 6) vehicle inspection; 7) traffic
engineering; 8) motor vehicle program administration; 9) highway safety campaigns and public
support; and 10) highway safety research including accident records and statistics, driver
vision, and the relationship between violations and driver attitudes.
From its study of these various aspects of highway safety, the committee has developed
a legislative prov,ram which it feels will lead to the reduction of accidents and deaths on
Colorado's streets and highways. The committee, in presenting this program, recognizes
that there is no one way in which traffic deaths and destruction can be drastically reduced.
Rather, it will take concerted effort on many different aspects of highway safety to achieve
this result.

•

While the development of an effective highway safety program depends on many factors,
the committee believes that the place to start is with the driver, himself, and his
license; often a person will drive more carefully to save his license than his life.
Accordinrly, the committee has given special attention to driver licensing - the process
by which it is issued initially and renewed, the reasons why it may be suspended or revoked
and subsequent~y returned, and driver improvement through the licensing process.
Space does not permit listing the large number of traffic safety authorities and
officials, as well as those in related fields, who took time from their busy schedules to
provide the comrnittee with consultation and advice during the course of the study. The
committee wishes to take this opportunity to express appreciation for all this help and
cooperation and for the many contributions made to the committee's final recommendations.
Lyle C. Kyle
Director
Colorado Legislative Council

November 7, 1958
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HIGHWAY SAFETY, A L90K AT THE PROBLEM
In 1957, there were 367 deaths as a result of traffic accidents on Colorado's streets
and highways. The fatality total for the first ten months of 1958 was 6 .6 per cent
higher than for the corresponding period in 1957. If this rate holds through the remainder
of 1958, there will be almost 400 traffic deaths in 1958. The estimated economic loss
resulting from motor vehicle accidents in Colorado in 1957 was at least $46 million. 1
The average annual loss from motor vehicle accidents in Colorado since 1950 is estimated
at $40 mfllio n.
A look at the Record
With the exception of the war years (1942-1945), Colorado has had at least 312
annual traffic fatalities since 1936.2 At first glance, it would appear that there was
1i ttle improvement in the state I s safety record between 1935 when 402 were killed and
1957 with 367 deaths. But the full story is not told by the number killed, tragic as
this may be. Increases in population, number of licensed drivers, number of registered
vehicles, and in number of vehicle miles traveled must be considered to give perspective
to Colorado's highway safety situation.
·
·
Traffic Fatality Rates
The traffic fatality rate per 100 million vehicle miles in 1936 was 17.9. If that
rate had been the same in 1957 there would have been 1,258 fatalities. Instead the rate
was 5.1 per 100 million vehicle miles in 1~57, a reduction of almost 72 per cent.
The traffic fatality rate per 10,000 motor vehicles in 1936 was 12.7. If the 1957
rate were the same, there would have been 1,086 fatalities. The actual 1957 traffic
death rate per 10,000 motor vehicles was 4.3, almost two-thirds J.ess than in 1936.
The traffic fatality rate per 100,000 population in 19~6 was 36.8. If the rate had
been the same in 1957 there would have been 618 fatalities.3 'lhe 1957 traffic death
rate per 100,000 population was 21.9, almost 60 per cent less than in 1936.
Colorado's traffic fatality record shows considerable improvement during the past
two decades, when the annual traffic death toll is related to motor vehicle miles traveled,

1.

2.
3.

According to the National Safety Council, the calculable costs of motor vehicle
accidents are wage loss, medical expense, overhead cost of insurance, and property
damage. The National Safety Council estimates these costs in 1956 averaged
approximately $125,000 per death for all accid~nts -- fatal, non-fatal, and property
damage. This "per death" total includes the cost of one death, 35 injuries and 240
property damage accidents. Final 1957 figures were not available so the $125,000
per death was multiplied by 367 to arrive at the $46 million estimate.
First year for which comprehensive records are available.
1957 population estimate of State Planning Division

ri'lunber of registered motor vehicles, and populationo 4 These 1936-1957 comparisons also
show shome reasons why there is increasing concern about traffic safety, even though there
has been improvement. The increase in the number of registered vehicles and the number
of motor vehicle miles traveled in the past 20 years has far exceeded what was expected
as a normal consequence of population growtho The motor vehicle plays a very large role
in the economy of the state ~nd in the persona.1 lives of its citizenso Problems resulting from the motor vehicle cannot be ignored. The economic loss and the loss of life
demazrlthat highway safety problems be given attentiono

.

Between 195~ and 1957 there was a population increase in Colorado of slight:J..y more
than 21 per cento
During the same period motor vehicle registrations increased almost
52 per cent, motor vehicle miles traveled_almost 51 per cent, and motor vehicle operators'
1icenses, 28 per cent. It is estimated that there are 900,000 registered vehicles in the
state in 1958, and approximately one million operators q licenses. The Motor Vehicle Division of the State Department of Revenue ~stimates a continuing annual increase of six per
cent in the number of motor vehicles registered and a 12 per cent triennial increase in
operators 0 licenses. 6 If these estimates hold tru~ there will be 550 to 600 people killed
on Colorado streets and highways in 1965,on the basis of the current fatality rate.
It follows that one of the major highway safety problems is to develop a program
which will produce results in the years to come comparable to those gains made in the past
20 years. Comparable gains would mean on:J..y that the annual traffic fatalities am injuries would be kept at the present levei.
Comparison 11th Other States. Another way to look at traffic fatality rates is to compare
Colorado's record with that of other states and the county as a whole. Since 1950,
Colorado 0 s accident fatalities per 100 million vehicle miles has been below the national
rate in every year except 19550 In 1957, Colorado ranked 14th lowest among the 48 states
in rate of fatalities_ per 100 million vehicle mileso Nebraska was the on:J..y one of the
surrounding states which had a lower rate than Colorado. This year tells a different
story, however. Through the first nine months of the year, Colorado was one of only 14
states which showed a fatality increase over the previous yearo
Injuries and Property Darrage
A highway safety program should be designed not only to reduce the number and rate
of traffic fatalities, but also to decrease the number of injuries and the total number
of accidents o Unfortunately, the dramatic impact of highway d~a t:1s often diverts a ttention from the great number of traffic injuries sustained annually, as well as the large
number of accidents, most of which result in property damage on:J..y. It is difficult to
determine accurately the number of traffic injuries and accidents, because neither are
always reported. The annual accident reports of the Motor Vehicle Division shows that
the number of accidents reported has jumped from almost 30,000 in 1950 to more than
43,500 in 1957, an increase of 47 per cent :;c slightly less than the increase in vehicles

A_

...
4o
5a
6.

These are the three highway death rate measurements used most commonly by the
National Safety Council and other public and private agencies. The one used most
often is the number of deaths per 100 million motor vehicle miles traveled. 0
Based on the 1957 population estimate of l,67'9,675 by the State Planning Divisiono
Licenses are issued for three years, therefore those issued in 1958 would be twelve
per cent more than in 1955, those issued in 1959 twelve per cent more than in
1956, etc.

.
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registered and number of miles driven over the same period. The annual accident reports
also show a 30 per cent increase in traffic injuries from 1950 to 1957. So from 1950
through 1957, there were substantial incregtses in the number of accide,nts and non-fatal
injuries, while the actual number of traffic fatalities declined from 388 to 367. The
rapid population growth of urbanized areas in the last few years, and the consequent
increase in motor vehicles, is the major reason for the large increase in the number of
accidents -- especially those that involved property damage only. From 1950 through
1957, property damage accidents increased 53 per cent as compared with 47 per cent for
all accidents and 30 per cent for those resulting in non-fatal injuries.
'tlhile the actual
the number of persons
301 in 1950 to 305 in
outside cities. '!his

number of annual traffic deaths declined between 1950 and 1957,
killed in highway (outside urban areas) accidents 7 increased f:r;-om
1957. Seventy-eight per cent of the traffic deaths in 1950 occurred
proportion gradually increased until it reached 83 per cent in 1957.

Table I presents a year by year recapitulation for the 1950-1957 period of accidents,
injuries, deaths and estimated economic loss.
TABLE I
COLORADO MOTOR VEHICLE ACCIDENTS, DEATHS AND INJURIES
1950 - 1957

...

~

.,
i

_,
,II

No. of
Accidents

Year
1950
1951
1952
1953
1954
1955
1956
1957

29,583
36,024
35,888
35,268
33,622
38,780
42,024
43,528

No. of
Deaths
388
344
384
338
388
431
409
367

Death
Rate Per
100 Million
Vehicle Miles
8.3
6.6
6.9
5.8
6.4
6.6
601
5ol

No. of
Injuries

Estimated
Economic cost
(in millions)

8,615
9,720
9,613
9,418
9,738
10,022
10,609
11,212

$36.9
32.7
36.5
31.6
42.7
47.4
51.0
46.0

Summary
During the past two decades, Colorado has shown considerable improvement in both
the number and the rate of traffic deaths. Despite an increase of more than 50 per cent
since 1950 in the number of motor vehicles and number of miles traveled, the 1957 fatality
record shows 21 fewer deaths than the 1950 total. Colorado also compares well with other
states in reduction of traffic fatalities.

7.

As defined by Motor Vehicle Division accident report -- includes all non-incorporated
areas. Urban applies to all incorporated municipalities regardless of size.
- 3 -

. 4, ;

On the other hand, there is little cause for complacency. Fatalities in 1958 are
expected to exceed the 1957 total by nearly seven per cen\. The expected increase in
number of vehicles and miles traveled in the next few years will result in a 60 per
cent increase in annual fatalities unless the fatality rate is reduced.
The record for non-fatal injuries and property damage accidents is not good.
Accidents resulting in injuries or property damage have increased substantially since
1950. The rapid development of urbanized areas has been the major factor in the
increase of.property damage accidents. The economic loss from all traffic accidents
has averaged $40 million annually since 1950 and is estimated at $46 million for 1957.

-t

~-
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Accidents -- Type and Causes
Accidents may be classified as follows: 1) collisions involving two or more
motor vehicles; 2) vehicle-pedestrian accidents; 3) collision with non-motor vehicles,
such as trains or bicycles; and 4) other one car accidents, such as driving off the
road or collision with a fixed object.
Table II shows the proportion of Colorado traffic deaths and injuries resulting
from the four types of accidents classified above. Averages for the five year period,
1953-1957, are shown.
TABLE II
PROPORTION OF COLORADO TRAFFIC DEATHS AND INJURIES
BY TYPE OF ACCIDENT 1953 - 1957 AVERAGEa

Type of Accident
ColJision with another motor vehicle
Motor vehicle-pedestrian
Collision with non-motor vehicles
Other one car
a.

Per Cent
of Deaths

Per Cent
of Injuries

33%
12

51%
10

4

4

51

35

Based on annual accident record reports of the Motor Vehicle Division, State
Department of Revenue.

Collisions involving two or more motor vehicles account for about three-fourths of
all traffic accidents in Colorado for the past few years; yet, these collisions resulted
in only one-third of the traffic deaths and slightly more than one-half of the injuries.
One car accidents comprise about 20 per cent of all Colorado traffic accidents. These
accidents, however, accounted for more than 50 per cent of the traffic fatalities and
35 per cent of the injuries. The seriousness of one car accidents in Colorado exceeded

- 4 -

-~

the experience of the nation as a whole in both 1956 and 1957.8 For these two years,
nation wide totals show one car accidents ref?ul ted in 40 per cent of the deaths and
only 18 per cent of the injuries.
Nationally, collision of two or more vehicles caused 40 per cent of the traffic
deaths and 7.2 per cent of the injuries as compared with 33 per cent and 51 per cent,
respectivelYt for Colorado.
There is also a variation between the proportion of deaths caused by pedestrianvehicle accidents in Colorado and for the nation as a whole. Twenty per cent of
traffic d;aths nationally in 1956-1957 resulted from pedestrian vehicle-accidents; in
Colorado, the 1953-57 average was 12 per cent, although this type of accident caused
almost 15 per cent of the traffic deaths in 1956-1957. The proportion of injuries
caused by pedestrian-vehicle accidents is very much the same for Colorado and the nation
as a whole, 10 per cent and nine per cent respectively.
Accident Causes
Three types of driving violations were responsible for slightly more than one-half
of Colorado's traffic accidents for the five year period, 1953 through 1957. Speeding
(both exceeding the limit and exceeding a safe speed) accounted for almost 19 per cent;
failure to yield right of way caused slightly more than 17 per cent; and following too
closely, almost 15 per cent. Six other major categories of driving violations each
caused more than five per cent of the accidents for the same period. These included:
improper passing, driving on the wrong side of the road - not passing 9 improper turning,
ignoring tra1'£'ic contro'l signals, driving while intoxicated, and improper starting from
a parked position.
·
·
Speeding accounted for more than 47 per cent of the traffic deaths. Almost 15
per cent were caused by driving on the wrong side of the road not passing, and 10 per
cent each by driving while intoxicated and ignoring traffic control signals. Table
III shows the proportion of traffic accidents caused by driver violations for 1953
through 1957.,
Three types of violations which are among the major causes of accidents do not
result in a very high proportion of fatal accidents. These include: following too
closely, improper turning, and improper starting from a parked position. Conversely,
three other types of violations are the cause of a considerably bigher proportion of
fatalities than of all other accidents. These are driving on wrong side of road -- not
passing, ignoring traffic control signals, and driving under the influence of alcohol.
It is probable that driving while intoxicated played a larger role in causing accidents
than is shown in Table III. Often a driving while intoxicated charge is not made if the
proof is·considered doubtful because of the absence of chemical tests or the refusal of
the alleged violator to take one. It is not unusual to have a driver, alleged to be
under the influence, charged with a lesser count because there is a better chance of
conviction. It is quite possible that many of the violations involving speeding,
failure to yield right of way, driving on the wrong side of the road and other major
offenses resulted at least in part from drinking drivers.

8.

The Road Toll, the travelers 1958 Book of Street and Highway Accident Data.

TABLE III
, (

PROPORTION OF TRAFFIC ACCIDENTS CAUSED BY DRIVER VIOLATIONS
IN COLORADO 1953 - 1957 AVERAGEa

Type of Violation

Per Cent of
all Accidents

Per Cent of
Fatal Accidents

18.8%
17.3
14.6
8.7
6.7
7.6
7.2
5.2
5.0

47 .3%
7.3
1.0
4.6
14.7
1.5
9.9
10.0

Speedingb
Failure to yield right of way
Following too closely
Improper-passing
On wrong side of road (not passing)
Improper turning
Ignoring traffic control signals
Under influence of alcohol
Improper starting from parked position
ae
b.

. ,_

'- ''

Based on annual accident record reports of the Motor Vehicle Divisione
Includes both exceeding the speed limit and exceeding a safe speed.

..
.

-

Age of Drivers Involved in Accidents
Drivers between the ages of 25 and 34 were involved in more accidents for the
period 1953 through 1957 than was any other age group. Drivers in this group were
involved in almost 27 per cent of all accidents and the same proportion of fatal
· accidents. Other drivers involved in a high proportion of accidents included those in
the 20 - 24 and 35 - 44 age brackets.
Table IV shows the proportion of Colorado drivers involved in accidents, 1953
through 1957, by age group.

-~--

.
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TABLE IV
PROPORTION OF COLORADO DRIVERS INVOLVED IN TRAFFIC ACCIDENTS
BY AGE GROUPS, 1953 - 1957 AVERAGEa
Age Group

All Accidents

Fatal Accidents

Under 16
16 - 19
20 - 24
25 - 34
35
44
45
54
55 - 64
65 - 74
Over 75

.4
13.8
15.8
26.7
17 .9
12.2
7.8
3.9
1.0

.5
11.6
17.6
26.7
17.2
11.2
7.4
5A
1.9

a.

Based on annual accident record reports of the Motor Vehicle Division.
- 6 -
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Sunµnary
'/

One-half of Colorado's.traffic accidents for the five year period \953 - 1957
resulted from collisions of two or more motor vehicles. This type of accident accounted
for only one-third of the fatalities. One car accidents comprised 35 per cent of the
total and caused slightly more than one-half of the fatalities. One car accidents
occurred considera,bly more ofte{l in Colorado than in the nation as a whole and resulted
in a much higher proportion of fatalities.

....

Three violations
closely,-accounted for
seven per cent of the
group had the highest
age groups.

,.

_,

,

-- speeding, failure to yield right of way, and following too
more than one-half of the accidents during this period. Fortyfatalities were caused by speeding. Drivers in the 25 - 34 age
proportion of accidents, followed by those in 35 - 44 and 20 - 24

..

►

Factors Involved in a Highway Safety Program
There is no single method by which traffic accidents and fatalities can be drastically
reduced, short of outlawing the use of motor vehicles. Many factors have contributed to
the fatality rate reduction experienced by Colorado·and the rest of the states during
the past 20 years.
Not the least of these were the improvements in motor vehicles and highways. The
continued development of a highway system which can carry safely both today's and
tomorrow's expected high speed traffic load is essential for the success of any traffic
safety program. Safety advances in motor vehicle construction are also necessary.
Good road planning, construction, and traffic engineering help correct the physical
hazards of motor vehicle operation, but behind-the-wheel hazards must be dealt with
through legislation, law enforcement, and the judicial srstem.

•
.

·~
,.

i ,.
I

.,

.
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.
.

...

Sound legislation includes the statutory framework of a good driver licensing and
driver improvement program. The·success of the licensing program depends on the
administrative agency and the quality of its personnel. Such an agency is usually
responsible for other portions of the motor vehicle program -- vehicle registration,
accident records, vehicle inspection, and safety responsibility.
Driver education is also extremely important and in the broadest sense is not
limited to the training of teenage drivers. It also includes driver training for adults,
driver improvement schools for violators, special training for bus and truck drivers,
and in=service training for personnel engaged in highway safety work.
Problems which require special attention are posed by the teenage driver, the chronic
viola tor, the drinking driver, and the hit and run driver. Also of importance are the
interest and support of citizen groups and organizations representing various kinds of
highway users •
Much of the safety research carried on by universities, the armed forces, medical
societies, oculists,and optometrists is expected to result in findings which will have
direct application to the highway safety program. Research under way includes the
effect of vision on driving; equipping of vehicles to reduce injuries and fa tali ties; the
relationship between personality, emotional problems, and driving behavior; and the
effect of alcohol on driving ability.

- 7 -

, In addition to programs on the st~te and local levels, many national groups are
conducting research in various aspects of highway safety, developing uniform laws,
and setting standards for the several highway safety activities.

!

. '·

There are almost as many proposals for improving each of the different facts pertaining to highway safety as there are facets. Consequently, two steps are prerequisites
for the development of an adequate highway safety program: 1) determination of the best
methods for improving the program; and 2) establishment of a priority of needs, beginning
with those·measures which will be the most effective in the short run while setting the
foundation for the long term program.
<

.,

;
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DRIVER LICENSING AND IMPROVEMENT

'!

A good driver improvement program begins with the licensing process. The
licensing examination, if properly conducted, screens out those who are physically or
mentally unfit to drive and assures that those who pass it have at least the minimuni
requisites for adequate.driving performance. Driving examinations should be given by
trained, competent examiners, and should include tests of eyesight, ability to read and
understand highway traffic signs, and knowledge of traffic laws, as well as a road
demonstration .1

...

There is a growing awareness on the part of traffic safety officials, in general,
and motor vehicle administrators, in particular, that re-issuance of a .driver's license
should not be merely a clerical operation -- at least not for all drivers. A method of
selective re-examination would provide the opportunity to take a second look at drivers
whose records are poor, but not poor enough to make them subject to either suspension
or revocation of their licenses.

' ,.

It has been the recommendation of man.y national and Colorado safety groups and
officials that driver licensing be conducted on a state-wide basis. A state-wide
driver licensing program is considered the best way to assure a uniform licensing program
carried out by qualified, trained, and properly supervised personnel.
Driver Licensing in Colorado
Colorado statutes state that the driving examination shall include a test of the
applicant's eyesight, his ability to read and understand highway signs, and his knowledge
of the state's traffic laws. In addition, the applicant must demonstrate his ability
to exercise ordinary and reasonable care and control in the operation of a motor vehicle
and to submit to such further physical and mental examinations as are deemed necessary.2

·"

The Department of Revenue has the responsibility for licensing motor vehicle
operators.3 1he Department of Revenue is authorized to appoint license examiners for
the Motor Vehicle Division, in any county, to conduct local examinations for operators'
and chauffeurs' licenses. Such examiners are required to collect all license fees, which
are credited to the Department of Revenue administration fund. Present law also requires
that drivers' examinations be administered in the county where the applicant resides,4
although the Director of Revenue may authorize the examination in any county convenient
for the applicant •

.,,

...
1.
'•

2.

3.
4.

Highwai Safeti,
November, 1956,
13-3-10 cs 1957
13-3-11 cs 1957
13-3-10 cs 1957

report
p. 30.
to CRS
to CRS
to CRS

of the Governors' Conference Committee on Highway Safety,
1953.
1953.
1953.

.
•

•
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Counties are also given authority to perform licensing functions, but only if the
county clerk is designated by the Department of Revenue as its authorized agent. 5 The
counties which perform licensing functions retain $1.50 of the $2.00 fee collected for
each operator's license issued, and $3.00 of the $5.00 fee for each chauffeur's license
issued. The remainder is forwarded to the Department of Revenue.6

' ,_

Present State Driver Licensing Program
There·are 18 counties in which driver examinations are conducted by the Motor
Vehicle Division, State Department of Revenue. In the other 45 counties, the county
retains responsibility for driver licensing -- acting as the agent of the Department of

.<

•

Revenue.

The 18 counties in the state licensing program include:
Archuleta
Clear Creek
Costilla
Denver
Elbert
Fremont

1,

Moffat
Otero
Pitkin
Rio Grande
Saguache
Summit

Gilpin
Grand
Huerfano
Jackson
La Plata
Mineral

'

..

s.

.

- .,

These eighteen counties issued 119,512 operators' licenses and 8,060 chauffeurs'
licenses in 1957, or 35.3 per cent of all operators' licenses and 31.1 per cent of all
chauffeurs' licenses issued in the state. The total revenue collected from drivers'
licenses in 1957 was $826,129. In these 18 counties, the revenue total was $286,520,
or 34.7 per cent of the total.
While 45 counties handle their own driver licensing program, their examiners are
under the supervision of the Motor Vehicle Division. In 1957 the Motor Vehicle Division
had a field staff of seven examining supervisors for 194 license examiners. Thirty four
of the license examiners were employed by the Motor.Vehicle Division to handle driver
licensing for the counties in the state program.7 Since that time 10 additional examiners
have been added to the state program.

~-

'

The 1957 ratio of supervisors to licensing examiners was 1 to 27. Leading states
have found it necessary to have at least one field supervisor for each ten examiners in
order to maintain the desired quality of examining procedures.8
The Motor Vehicle Division is meeting national standards, in so far as pre-service
and in-service training is concerned, for its own driver examination personnel. New
examiners received 15 days of specialized training and the field examining staff received
15 days of in-service training in 1957.9 In the 45 counties which handle their own
licensing program, the Motor Vehicle Division neither selects nor trains the personnel.
The Division does try to improve county licensing programs through its supervisory field
staff, but it is handicapped because of a shortage of supervisory personnel in relation
to the number of examiners.

13-2-13 CRS 19530
6 0 13-3-12 CRS 1953.
7 o Annual Inventor of Ti:_affic Safet Activities
Sect~ 6, National Safety
p. 2.
8. Ibid.
9 • Ibid •
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Ana

sis for 1957, "Driver Licensing"~

-

.

'

-.

As a result, the state has an uneven licensing program. Uniform standards and
procedures apply to the 18 counties in the Motor Vehicle Division program. Such standards
may not be met in the remaining 45 counties, because of the training and qualifications
of county employed person~elo

~-"'

The Department of Revenue has the authority to take over the licensing progtam in
these other counties since the counties may perform licensing functions only if designated
as the authorized agent of the Department of Revenue. The Director of Revenue told the
Committee on Highway Safety that while his department may take over a county licensing
program, effort is made to work with the counties to improve the local programs rather
than take them overo He said that sometimes state interference is very much resented by
county officials, even if it is only to assist in impro~ing the county program. He added
that the counties are reluctant to give up·the licensing program because of the fees
which are retained for county funds.
While the Department of Revenue has not attempted to take over driver licensing
unless requested by the counties, it has given attention to the development of a statewide licensing program.

< ..

--

Jo.

It would require at least 130 additional personnel and an estimated expense of at
least $500,000, if the state operated the driver licensing program on a state-wide basis.10
Operation of a state licensing program on a district basis might prove the most efficient
method of organization, because of Colorado's geography and population distributiono
Such a program would necessitate a change in the statute which requires that the license
examination be given in the county in which the app1icant resides.1 1 The Motor Vehicle
Division gets around this statutory problem at the present time by having an examiner
spend a day or two a week in each of three or four small counties in the state program.
Selective License Re-Examination

"

l-::
II

't

·r1

-

iI

The re-examination of licensed drivers is provided for in two ways by the Colorado
statutes. First, at the time of license renewal, further examination may be required if
a need is indicated by the licensee's driving record or apparent physical limitations.12
Second, the Department of Revenue may require a licensed driver to be re-examined upon
evidence indicating that he is incompetent or otherwise unqualified.13
In many instances a complete driving examination is given before a license is
renewed, if the prior driving record warrants it.14 Drivers may also be subject to a
re-examination on determination of a Motor Vehicle Division hearing officer. These
officers hold hearings on the suspension and revocation of licenses.

:

.,

Many traffic safety officials feel that a complete examination for every driver is
desirable at least every three to seven years. Such an extensive license examination

_.

l

...
10.

,.

.

llo
12.
130
140

Estimate by the Assistant Director of Revenue who is the chief administrator of
the Motor Vehicle Divisiono
13-3-10 CS 1957 to CRS 1953.
13-3-16 CS 1957 to CRS 1953.
13-3-11 CS 1957 to CRS 19530
According to the Assistant Director of Revenue, chief administrator of the Motor
Vehicle Divisiono
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program would be extremely expensive, and other traffic safety officials feel that the
same results could be achieved at less cost through a sound selective re-examination
program.

'

'·

Preferential Licensing
Preferential licensing provides a means by which the good driver may be rewarded
and safe driving encouraged. Under a preferential licensing plan drivers with no
moving violations during the previous licensing period have their licenses renewed for
a longer period than other drivers.

.:

A preferential licensing plan was set up by law in California during the 1957
legislative session. California drivers have their licenses renewed for a five year
period if they had no moving violations during the previous licensing period. Drivers
with two moving violations may have licenses renewed only for a two year period. Deleware
has had an incentive plan for a number of years, which provides a permanent license for
drivers without accidents or violations. The permanent license is revoked upon notice
of conviction and/or accident and a regular license issued .15
Recommendations of the Cammi ttee on Highway Safety

. ,.

The Committee on Highway Safety believes that the development of a sound driver
Hcensirig program is an important step in the development of a good highway safety
program. Complete driver license examinations should be given upon first issuance of
the license and on a selected basis upon renewal. It is important that qualified personnel
administer such examinations, under competent supervision, uniformly throughout the
state. These standards are not being met under the present system in macy of those
counties· whioh handle_ th~. licensing program.
The difficulty in recruiting and training all the necessary additional personnel
and the reluctance of many counties to give up the driver licensing program, because of
the resultant loss in revenue, makes it impossible for the state to take this function
over completely at present.
The Committee on Highway Safety recommends that the continued development of state
control should be encouraged, looking toward eventual state-wide operation of the driver
licensing program. The Connnittee finds selective licensing re-examination as well as
preferential licensing to be desirable. These two aspects of the licensing program
should be tied in directly with other portions of the driver improvement program.

. ....
The Driver Improvement Program

/'

Once drivers are licensed, the function of the driver improvement program is primarily
one of protecting the public from those drivers who constantly abuse the driving privilege.
This protection is provided in three ways~ 1) by attempting to improve the violator,
before he becomes a habitual violator; 2) by taking habitual violators off the road
through license suspension or revocation 9 if necessaryp and 3) by educating habitual

15.

\

Traffic Digest and Review, "-California's Safety Incentive Law in Effect", May,
Hl58 9 p. 29.

fl.
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In order to improve the habitual (or potentially habitual) violator before his
behavior becomes bad enough to warrant license suspension or revocation, there should
be some method by which these drivers may be identified. In addition, a determination
must be made as to .when action should be taken and what such action should be •
The level at which action should be taken may be determined by statute or by
administrative regulation. This step may be automatic according to the number of
violations or points (if a point system is used), or may involve a record review with an
agency officer determining whether action is warranted. Action taken might include a
warning letter or an interview or both. In some states, revocation or suspension might
follow ·after such an interview, but usually this early interview !·is devoted to a review
of the driving record, a discussion of the driver's habits and problems, followed by a
warning of the consequences of further violations. The purpose of the warning letter,
as its name implies, usually is to notify the driver that his driving record has reached
a critical point and that further violations will result in loss of license.

Licensing suspension or revocation is the next step for those drivers for whom the
warning letter had no effect. For this portion of the program to be effective, it is
again necessary to have a method by which these drivers may be identified and for
determining the level at which action is taken.
Such action may be mandatory or automatic for some violations such as felonious
For
other violations, there may be standards set such as the number of violations or accumu.=
lation of points. Even then, action may not be automatic but discretionary with the
responsible agency. In either event, the driver is entitled to a hearing and to court
appeal if desired. This hearing is important, not only to provide due process for the
driver 1 but as a means of discussing the driving record, ascertaining the driver's outlook 9
and for making an attempt at driver improvement. The hearing also provides an opportunity
for recommendation of a probationary or restricted license if such is needed. The hearing
is especially important in this respect if this is the agency's first contact with the
driver.
use of a motor vehicle 9 driving while intoxicated, hit and run, or manslaughter.

..
!<

l~_ •

►

violators who have had their licenses suspended or revoked before they are again allowed
to drive.

...
..

·,

After a license is suspended or revoked 9 it is important to keep the driver from
continuing to operate a motor vehicle, either without a license or by applying for and
receiving one. The effectiveness of this portion of the driver improvement program is
dependent upon~ 1) cooperation among the driver improvement agency, the various law
enforcement agencies 9 and the courts; 2) an efficient record system which makes possible
a rapid and free flow of information among the participating agencies; and 3) an adequate
penalty provision for driving illegally.
Agency Discretion or Point System

-"

.,

State agencies responsible for the driver licensing and improvement program usually
identify the dangerous or potentially dangerous driver and determine action in one of
two ways.
1)

2)

1be agency reviews the drivervs record and determines its action strictly
through discretionary judgment.
·
The agency may use a point system either as a guide to indicate when action
should be considered 9 or as an arbitrary method of indicating when act.ion
should be taken.
- 13 -
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In either case the agency assumes that drivers with spotty records are likely to
be problems in the future, and that agency action is needed. The best kind of driver
improvement program, then, would be the one which most accurately selects the drivers
who need improvement and determines appropriate action.
Opponents of the point system argue that point systems are too rigid and restrict
administering agency's action and theµ also point out that not all cases can be handled
in quite the same way even if the records are quite similar. They claim that trained
personnel can determine the problem driver and the action needed with a greater degree
of success than can be done through an arbitrary system of points or values assigned to
violations.

'

.

Even if no point system is in effect, the agency usually has some sort of guide to
~
determine when a driver's file should be pulled for examination. This guide may be a rule:~
of thumb such as the number of all violations or a smaller number of more serious violations
or accidents. In a way this is sort of a modified point system without the advantages of ~ !having offenses automatically weighted according to seriousness.
~ •
On the other hand, a significant number of states have turned to some form of point
system as an effective tool in their driver improvement programs. Connecticut was the
first state to adopt a point system, in 1947, and since then at least 14 other states
have followed suit. While point systems differ, trom state to state, all of them have
three elements in common:
1)
2)
3)

-~

differential weights applied to violations;
an objective criterion for selecting cases for action; and
automatic action of some kind taken at certain point levels.16

Point systems operate on the assumption that more heavily weighted violations arp
better indicators of dangerous drivers than less heavily weighted violations. At the
same time, it is recognized that a number of low point value violations is also an
indication of a dangerous driver.
Point systems provide an objective measure for determining at what levels action
should be taken. Discretion, therefore, is limited to the type of action that should
be taken, although even this amount of discretion may be further limited by statutory
or regulatory ground rules and standards. Usually, in point system states, more publicity
is given to the suspension and revocation program than in non-poin~ system states.
Consequently, the public has a better idea of the ground rules and at what point and
for what reasons there is danger of losing the driver's license.17

},

."'·

The purposes and advantages of a point system have been summed up by the administrators~,
7
of the Massachusetts system.18

-.
16.
17.
18.

A Report to the Point System Committee of the American Association of Motor
Vehicle Administrators, Institute of Government, University of North Carolina,
1958p p. 16.
Ibid. p. 75.
Suggested State Legislation Program for 1957, Council of State Governments p. 164.
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"Basically, the point system is a procedure for keeping a cumulative
record of unsatisfactory driver performance. Violators convicted of
traffic offenses are given demerit points in accordance with a predetermined formula scaled to the seriousness of each offense. After a
certain number of points have been charged against the driver's record,
he is usually sent a warn.ing notice. Continued violations lead to a
hearing. In some states, hearings include a clinical examination as
well as other types of review. The next step, based on the findings
of the hearing, is action to restrict, suspend or revoke the driver's
license •
The reported advantages of a point system have been set forth as follows:

1)
2)
3)
4)
5)
6)
7)

.

~-

8)
9)

l~
~
.

10)

I

~-

_,,

~'

Types of Point Systems
There have been three legislative approaches taken by the states which have
established point systems.
1)
2)

1,

.

,,

.

"'

The point system can serve as a guide for motor vehicle administrators
in indicating. needed .areas of driver improvement.
It ensures equity in evaluating the histories of motor vehicle operators.
It reduces violations and improves driver practices.
It makes license control more effective.
Increased safety consciousness of drivers is reported where the point
system is used.
It provides a uniform method of eliminating that small percentage of
chronic violators who cause a disproportionate share of traffic violations.
Point systems, in conjunction with conferences, hearings and clinics, keep
violators from becoming menaces on the highway.
The rating scales of a point system may readily be revised as warranted
by experience.
The point systems have been well accepted by the public. The complaints
come from the relatively few drivers who in fact have bad records.
The point system tends to have a favorable psychological effect on drivers
and serves as a valuable educational measure."

3)

The point system was established by the administering agency under a broad
legislative grant of authority for the driver improvement program rather
than through a specific statutory point system.
The point system was specifically provided for by statute; however, the
statutes do not specify point values, or levels at which action should be
taken, but simply permit the administering agency to assign points and
take action on that basis.
The point system was authorized by statutes which specify the number of
points to be assessed for each violation, the levels at which various
departmental actions are to be initiated and the time period over which
points are to be accumulated.

The chief criticism of the statutory point system is that it does not give the
administering agency enough flexibility in changing the point system to meet changing
needs. The answering argument is that usually conditions do not change so drastically
that the problem cannot be handled at the next legislative session. It is also pointed
out that a statutory point system limits the effectiveness of the administering agency by
narrowing the scope of its discretionary powers. While to a certain extent this may be
true 11 it may be argued that if a point system is spelled out clearly by law, there is
less chance of public confusion, misinterpretation by the courts, and of the administrating
agency's acting in an arbitrary or capricious manner.
- 15 -

Point Schedules and Period of Accumulation

• A,

There is a wide range among the point system &tates in the number of points assessed
for different categories of violations~ in tbe length of the period during which points
may be accumulated, and in the numl>er of points required for different levels of action,
suc::h as warning letter, hearing,, and/or suspension.
In general, all of these point systems operate on the assumption that there is a
relationship between violations and accidents and that violations with high point values
are better predictors of accidents than violations with low point values.19 Some states
have weighted each violation partially according to its importance as a causal factor of
accidents. While all violations are usually weighted in point system states, mandatory
revocation statutes take precedence over point system action, e.g.,conviction of
involuntary manslaughter, hit and run and some other offenses usually results in automatic
revocation of license.
The differences in point values, levels of action, etc., partially resulted from
attempts to meet local needs and conditions. There has not been sufficient experience
with the various approaches to the point system nor sufficient research completed on what
constitutes a model point system to provide a guide, except in a general way, for states
which are contemplating establishing a point system. The states with point systems have
been satisfied with the results, another indica tio.n that a variety of approaches may be
undertaken successfully.

~.

-:

priver Improvement in Colorado
Colorado statutes provide for the cancellation, revocation and suspension of licenses.
Cancellation. The Department of Revenue has the authority to cancels deny 9 or deny
re~,issue of any license upon determination that the licensee was not entitled to the
license, or gave incorrect or fraudulent information in making application. The department may also cancel a license when it has cause to believe that the operation of~
motor vehicle by such person would be inimical to the public safety and welfare _20
Revocation. The Department of Revenue has the authority to revoke licenses upon
receiving a record indicating that a driver has committed any of a number of offenses
such as, but not limited to, use of a motor vehicle in commission of a felony 9 conviction
of manslaughter involving use of a motor vehicle, habitual use of narcotics 9 and three
convictions of reckless driving in a two year period. Upon revoking a license under this
statute 1 the department must immediately notify the licensee personally in writing
according to the rules of civil procedurep or by registered mail with return receipt
rP-quested. If the licensee is subsequently acquitted of the charge which resulted in the
revocationy his license is reinstated 21
0

19.
20.
21.

A Report to the Point System Committee of the American Association of Motor
Vehicle Administration 9 Op. Cit. Po 88.
13-3-19 CS 1957 to CRS 1953.
13~3~34 CS 1957 to CRS 1953.
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Suspension. The Department of Revenue has the authority to suspend the license of
any driver without a preliminary hearing if its records or other sufficient evidence show
that the licensee has committed any of a number of offenses, but not limited to: 1)
conviction as a driver in any accident resulting in death, personal injury, or serious
property damage; 2) habitual reckless or·negligent driving; 3) frequent conviction of
traffic violations, which indicates a disrespect for law or the safety of others; and
4) conviction of any misuse of license, titles, permits, or license plates. Upon
suspending the license of any person, the department must in:mediately notify the licensee
personally in writing or by registered mail with return receipt requested. The department must grant a hearing if requested, to the suspended licensee, within 30 days of the
request. After a hearing the department may rescind its order of s~spension or may extend
the period of suspension or revoke the license.22

"'

~

•,

~.

'

The statutes also provide for the length of suspension1 or revocation and set forth
penalties for driving under suspension or revocation. Suspension is for a maximum of
one year and revocation for a minimum of one year; a revoked licensee is given the
opportunity of court action after two years, if his license is still revoked.23 A person
convicted of driving under suspension or revocation is guilty of a misdemeanor and subject
to a fine of $50 to $500 or a jail sentence of one day to six months, or both.24 False
application for a new license while under suspension or revocation is also a misdemeanor
and carries a fine of up to $300 and a jail sentence of up to 30 days, or both.25

}

~

·,

'

.,,

A driver whose license i~ suspended or revoked is required to surrender his license
to the Department of Revenue. 6 Every person who has been denied a license or whose license
has been cancelled, suspended, or revoked; except in those cases where revocation is
mandatory, has the right to appeal the department's action to district court. Such appeal
must be made within 30 days after the department's action and must be heard within 30
days after the appeal is filed by the district court. A person whose license has been
suspended cannot avail himself of the right of court appeal until he has requested a
hearing by the department and either the hearing has been held or 20 days has elapsed
from the date of the receipt of such request.27

.

-,

....

,

hegal Problems. Several of these statutory provisions have caused problems which
resulted in court cases in the past and/or which may cause future litigation. These
problems are summarized below.
1)

-·....
. £,

The phrase "inimical to public safety and welfare" should either be clarified
by legislation setting forth what the phrase means or it should be omitted.
This phrase, which is also listed as a reason why the Department of Revenue
may deny initial issuance of a license, 28 was declared unconstitutional in a
recent lower court decision. This decision held that the provision regarding
"inimical to public safety'' is so broad and without standards as to be an
unconstitutional deleRation of legislative power. The court also pointed out
that the department may be given discretion regarding the denial of licenses,
but the discretion must be guided by standards fixed by the General Assembly.29
This decision is being appealed by the Department of Revenue.

J__ ...

"'
...

0
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22
13-3-24 CS 1957 to CRS 1953 •
23 • 13-3-25(1) and 13-3~23 (l)(i) CS 1957 to CRS 1953.
24. ~13-3-31(1) CS 1957 to CRS 1953.
2&. 13-3-25(2) CS ·1957 to, CRS 1953.
2~. ..13-3-26 .CS 195-Z. to CRS 1953 •
2't. 13-3-28 CS 1957 to CRS 1953.
28 • 13-3-3(8) CS 1957 to CRS 1953.
29. Miketa v 'Jheobold_, Denver ~.nerior
r-··-t August 12 1958
~
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2)

3)

4)

Another recent lower court decision has upheld the constitutionality of
"inimical to the public safety and welfare," at least as it is used in
the statute which allows the Department of Revenue to cancel a license
for this reason.30 In upholding this provision, however, the decision
raised other questions of constitutionality. The court held that (1)
the department, by denying the petitioner a hearing before he surrendered
his license, had not properly exercised the quasi-judicial power granted
it by the General Assembly; and (2) it was not proper for the department
to cancel the petitioner's license pursuant to a fixed administrative
regulation adopted after petitioner's violation.31 If a person must be
granted a hearing before a license may be cancelled, it may follow that
a hearing must also be granted in cases of suspension and revocation
before the license is relinquished to the department. If this is true,
then the statute requiring such relinquishment may be ruled unconstitutiona1.32
This decision is also being appealed by the Department of Revenueo
At the present time the mandatory revocation section of the statutes is
under attack in a court case.33 It is contended that the whole section is
invalid, because it does not make provision for an administrative hearing
on thfi accuracy of the department's conviction record files. The argument is
to the effect that if the department makes an error regarding conviction
records, and subsequently revokes a person's license erroneously, that
person is without any administrative remedy to correct the error~
The statutory provisions requiring the department to notify a person whose
license has been suspended or revoked are also open to legal attack. It
is not clear whether the laws require return receipt "by the addressee" in
order to constitute notice. A lower court case, now on appeal, ruled that
the statutes do require return receipt "by the addressee" in order to
constitute notice of suspension or revocation. If this decision were upheld
on appeal, enforcement of license suspension and revocation laws would
be greatly impaired.

5)

The meaning of the terms cancellation, revocation, and suspension are not
clearly set forth by statute and the fun::tions of each overlap.

6)

Some courts are reluctant to accept the written conviction notices presented
by the Department of Revenue to support a license suspension or revocation,
even though these notices are provided for by law.34 The difficulty arises
from the failure of the statutes authorizing cancellation, revocation, and
suspension to specify the type of record upon which such action may be
based. A change in these statutes to specify conviction notices as records
for the purpose of cancellation, suspension, and revocation might make
them acceptable to the courts.

.. ,/,
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31.
32.
33.
34.

13-3-19 CS 1957 to CRS 1953.
John Clifford Rudolph v Department of Revenue, District Court, 8th Judicial
District, July 14, 1958.
13-3-26 CS 1957 to CRS 1953.
13-3-2 3 CS 1957 to CRS 1953 .•
13-3-22 CS 1957 to CRS 1953
0
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Colorado Driver ~~1provement Program in Practice. Prior to May 14, 1958, Colorado's
driver improvement program was operated pursuant to administrative regulations which
spelled out revocation and suspension policy. These regulations were issued by the
Department of Revenue under the authority given it in the suspension, cancellation, and
revocation statutes already cited.

.

--.,)

Suspension, cancellation,or denial will follow the accumulation of 20 points within
six months; or 30 points within one year;
The following point values have been assigned to the following violations:

. ~-

'

'

Effective May 14, 1958, a point system was adopted for use in determining when
suspension or cancellation of one's driver's license will occur. 1he point values and
action levels, as taken from a Motor Vehicle Division Memorandum, are shown be low.

.
.}

"
-·•·

--,

Under influence
Reckless driving
Careless driving
Passing on hill
Speeding
Improper lane
Improper passing
Failure to observe school bus stop or signal
Following too closely
Failure to yield R/W to vehicle
Failure to yield R/W to pedestrian
Improper turn
Driving through safety zone
Obstruction of view of driver
Failure to observe stop sign
Failure to observe railroad signal
Improper starting parked vehicle
Failure to signal
Failure to observe authorized emergency vehicle
Failure to dim headlamps
Failure to turn on headlamps
Unattended motor vehicle
Improper parking

30
20

14
13
12
ll

10
10
9
9
9

8
8
8

7
6
5
4
3
3
3

1
1

This point system supplants the prior policy of suspension.
Some statutory violations which may result in revocation or suspension have not
been given point designation. Naturally these suspensions will occur as required by
statute,

,,.

.

Originally this memorandum also set suspension or cancellation at the accumulation of
40 points within five years. This provision was cancelled on May 29, by the Director of
Revenue. It was replaced by another regulation which provided that the evaluation clerks
will bring the record of any licensee who has five or more violations within a period of
five years to the attention of the supervisbr,who will determine what action will be
taken.
The point values were based roughly on the importance of each violation as an
accident cause in the past three years. More weight was given those violations which
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figured most prominently in fatal accidents .35 The number of points per violation in
this schedule is higher than in most other point system programs, but the number of
points which may be accumulated is also higher in proportion when compared with other
point systems.
Adoption of this point system program is a step toward a more effective driver
improvement program. However, several factors may ~itigate its effectiveness.
1)

'lhe memorandum establishing the point system uses the terms cancellation,
suspension,and revocation interchangeably, although a clear definition of each
would not be inconsistent with present statutes.

2)

The procedures which have created ma n,y of the present le ga 1 problems have not
been corrected, primarily because many of them are statutory in nature. These
problems are discussed in further detail below.

3)

!

.

•

l

1.. .. _

The point system was set up by administrative regulation,which permits flexibility
in the program. However, it also makes possible the abolition of the point
'
system and for changes which might be viewed as arbitrary and capricious,
especially if not well publicized.

The Department of Revenue's failure in the past to publicize the regulations pertain- ~
ing to revocation and suspension was corrected in part through the publication of the
point schedule and action levels in newspapers around the state. Other states, however,
go nruch further and prepare wallet size point schedule cards for general distribution.
,.
This is done on the grounds that publicity makes the average driver more aware that
his record is under observation and that this awareness leads to more careful driving.
It is also felt in some point system states that public acceptance of a stringent program
depends in some measure on the public I s understanding of the program's aims and methods .36
In rebuttal it has been contended that publicity under a point system might have the
)
oµposite effect; a person with a cushion of few points might feel no need to drive more
carefully. Prior to the establishment of the point system, the Motor Vehicle Division
did not make copies of the suspension and revocation policies available to law enforcement! ✓
agencies or to the general public.37

.

Operational Problems. One of the most vital functions of driver licensing and
improvement programs is the record keeping process. The record for each driver should
indicate: 1) personal information; 2) data on license application, issuance,and renewal,
including any restrictions, if any; and 3) reports of violations~ accidents, previous
~
or current suspensions or revocations and reinstatements, and supporting documentation.
These records are the heart of the driver control program. Unless they are kept
up to date and in order, there is no way to determine those drivers for whom action is
.,

35.
36.
37.

According to the Assistant Director of Revenue, Chief Administrator of the Motor
Vehicle Division.
A Report to the Point System Committee of the American Association of Motor
Vehicle Administrators, Op. Cit. p. 118.
Colorado Legislative Council Committee on Highway Safety Minutes of Meeting of
March 7, 1958 p. 5o
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indicated or those drivers who are driving or applying for another license while under
suspension or revocation. The data in these files are also needed for court action
ancl are of great help to law enforcement officials. The effectiveness of the record
lrneping program depends on: 1) sufficien~ qualified personnel properly supervised,
2) a well organized data processing system which can accomodate the work flow; 3) a well
organized data collection system which includes both adequate procedures and adequate
documents; 5) a rapid flow of correct information from courts and law enforcement
ar:encies; and 6) a rapid flow of correct information to the. courts and law enforcement
ap:encies.

-.

'

Colorado's driver improvement program has been handicapped by the inadequacies of
the record· keeping process. In the opinion of the Deputy Director of the lievenue
Department, record keeping problems will not be solved until a machine records system
is set up to handle all motor vehicle records. Eventually, plans for the Motor Vehicle
Division include full machine programing and magnetic tape storage. This type of
machine record system would take up much less space then the type of files now used.
liith random access files it would be possible to relay information by teletype anywhere
in the state in a matter of minutes. With more than 900,000 driver licenses, and an
increase of 25,000 to 30,000 per ;year, it requires an expense of $15,000 to $16,000
annually for additional files and clerks.38 A machine data processing program for the
motor vehicle department will no doubt depend on the development of an over all machine
data processing program for the state, of which motor vehicle records would be a part.
The planning and programing of such an extensive machine records operation is a project
of severa 1 years' duration. In the interim, additional personnel and an increase in the
number of file units may be the on~y way in which the driver record keeping process can
be improved •

.

-~

.
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A major criticism of the current record keeping program is that lack of proper
information makes it difficult to apprehend persons who continue to drive under suspension
and revocation, and it is difficult to prosecute them once apprehended. It is also
difficult to apprehend quickly persons under suspension or revocation who apply for
a new license.

,

._

_

..

Prior to the Herr is case decision by the Colorado Sup.r~,r;~,s Court, 39 the City and
County of Denver prosecuted persons for driving with suspended or revoked licenses
under a municipal ordinance passed in 1954. During 1957 there were 534 cases of driving
under suspension and revocation filed under the Denver ordinance. The Denver Police
Accident Investigation llureau reviewed Motor Vehicle Division files on 2,500 potential
cases, and only 534 cases were considered to have a chance of conviction. The other
1,966 cases would not have stood up in court because the files on these drivers
maintained by the Motor Vehicle Division were not complete. 40
In a number of cases, the offending driver's file did not indicate that the driver
had acknowledged receipt of the notice that his license had been suspended or revoked.
If a person moved from the address to which the notice had been sent, without leaving a

--

f;

,.

38.

··"'

39.
40.

._

Legislative Council Committee on Highway Safety, Minutes of Meeting of July 26,
1957, p. 7.
for a brief summary of the Merris case see Chapter IV.
Legislative Council Committee on Highway Safety, Minutes of Hee ting of January
9, 1958 p. 2.
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forwarding address, a follow-up was usually not made by the Motor Vehicle Division. The - 1
shortage of manpower and the over-all work load of the division were reasons given by
the Accident Bureau as to why the follow-up was possibly not made.41
Among the 2,500 cases reviewed in 19'57, 323 were found to have a reinstatement
notice in their files, but Denver had not been notified. In 196 cases, the mailed
notice of revocation or suspension had been returned to the division and filed without
further action being taken by the division. 1bis experience of the Denver Accident
I'nvestigation Bureau has indicated a need for record certification which would be
acceptable to all cour~s. Different types of record supervision are used for Denver
Municipal Court and Denver Superior Court.42
In discussing the criticism of notification procedures, the Assistant Director of
Revenue was in agreement that they weren't too satisfactory. He said the problem
stemmed from the interpretation of the courts as to whether a person had received
notification if some other person at his residence signed the receipt for the registered
notice. If proper notification cannot be prove(\, then no case can be made against a
person for continuing to drive under suspension and revocation. He suggested that the
notification statute be changed so that notification can be made by regular mail.
Delivery of a letter sent by regular mail is prima facie evidence that it has been
received by the person for whom it was intended.
Lack of personnel is the reason why the division
is doubt whether notification has been received. The
from the state patrol in making personal service, but
enough personnel to help without curtailing its other

..

1

•

! -•,..,

has not followed up when there
division has requested assistance
the patrol also does not have
functions.

While improvement is needed it was the opinion of the Assistant Director of
Revenue that the problem had been in record checking and relaying information on
suspended and revoked drivers. The City and County of Denver as well as other
jurisdictions43 are notified when suspensions and revoc~tion have been
lifted.

Some drivers who have had their licensessuspended or revoked have received new
ones by applying in another state or county or by falsifying their names and addresses. ., · In Colorado,when a license applicant is accepted, he receiyes a temporary license good
for 90 days while his permanent license is prepared and forwarded. Drivers with
suspended or revoked licenses who make application for another one and receive a 90
day receipt cannot be apprehended with the receipt in their possession, because issuance ; ~
of the receipt can be construed as evidence that the driver is not under suspension or
.........
revocation. To help correct this problem, the Motor Vehicle Division has been
considering adding a qualifying phrase to the 90 day receipt to the effect that the
~
receipt is valid only if there is no reason why a permanent license should not be granted.
_

Some of the difficulties in the driver improvement program stem from a personnel
shortage. The upper 30 per cent of the states employed 1.3 persons per 100,000 motor
vehicle operators in 1957; the ratio in Colorado was .7 per 100,000.44 This personnel
:

41.
42 •
43.

Ibid.
Ibid • p. 3.
Legislative Council Committee on Highway Safety, Minutes of Meeting of March
7, 1958' p. 4
Annual Inventory of Traffic Safety Activities, Op. Cit. p. 4.
0

44.
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shortage has resulted in Colorado's being bel9w standard in driver review examinations,
personal interviews with drivers, and use of advisory or warning letters. However,
Colorado r_ailked well on special driver exalllinations and the holding of hearings with
violatora. 45
'

The number of licenses suspended or revoked has more than doubled during the past
five years. In 1953 there were 6,227 licenses suspended and revoked. In 1957 the
total was 13,136. This increase shows the growing importance of the driver improvement program and the need for souhd procedures am sufficient personnel.

'

--

Recomnendations of the Committee on Highway Safety
,1' ...

The Committee on Highway Safety recommends the adoption of a statutory point system
as the basic tool of the driver improvement program. Preferential licensing and
selective driver re-examination should be related to the point system program.
The Committee recommends in addition that cancellation, suspension, and revocation
The committee 0 s
recommendations in outline form are presented below.
be redefined and that hearing and appeal procedures be clarified.

Outline of a Proposed Statutory Point System for Colorado.
1.

2.

,J

·-

Time Period for Accu11n1lation of Points
a.

Points shall be accl.1.!llulated during the period for which the
license is issued.

b.

Point totals shall be wiped out upon issuance of a new license.

Action Levels
a.

(i)
12 points in one year
(ii)
18 points in two years
(iii) 2.1.._pnin.ts.. in thr.ee .years

•

b.
-\.

Suspensipn:

Warning letter or interviewg

.....

(i)

- ,<

(ii)
(iii)
c.

- ,_

11 points in three years

Application to drivers with unexpired driver licenses at the time
this point system is established:

(i)
(ii)
(iii)

t-

6 points in one year
9 points in two years

those with one year left or a fraction thereof - 12 points
those with more than one year but less than two years - 18 points
those with more than_ two years - -21 points ·

c

·-

45.

Ib:i'.d
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3.

Relationship to Handntory Revocation Provision
No provisions of this proposed· point system shall interfere with
mandatory revocations as provided by statute.

4.

Selective License Re-examination
a.

Those drivers who, upon renewal of their licenses, have accumulated 11
points during the previous licensing period shall take a complete
driver's examination before being issued a new license, to be paid
for by the licens~.e. Any driver who is not granted a license as a
result of failing such re-examination may reapply for re-examination after
90 days.
·

b.

Application to drivers with unexpired driver licenses at the time this
point system is established;

(i)
(ii)
(iii)

5.

R.

.....

those with one year left or a fraction therepf- 6 points
those with more than one year but less that two years- 9 points
those with more than two years- 11 points

Preferential Licensing
a.

Those drivers who, upon renewal of their licenses~ have accumulated
no points, shall qave their licenses renewed for a period of f\>ur years.

b.

1ne number of points which shall result in suspension in the fourth
year, where a preferential license has been issued 9 shall be the same
as for the third year.

c.

Those drivers with unexpired licenses at the time this point system is
established shall receive a four year license 9 if a check of their file
in the motor vehicle division shows no violations or points during the
previous licensin~ period.

·-

Hearing Provisions
a.

Upon accumulation of the requisite number of points for suspension 9
a driver shall be entitled to a hearing before an officer of the
agency responsible for the administration of this program.

b.

This hearing shall be held" if possible, within 10 days of notification
of revocation or suspension, but in no case in more than 20 days.

c.

After such hearings~ the hearing officer at his discretion may authorize
a probationary license which will be revoked if a subsequent violation
is committed.

d.

All drivers whose licenses have been revoked or suspended shall have
the right to appeal to the county or district court. Such suspension
or revocation shall remain in effect pending a court hearing on the
appeaL

,.

=.
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a.

~usp,rnsion of Jict::nse shall be for a six month period.

b.

This provision shall not apply where a longer period is specified in

those statutes pro~iding for mandatory revocation.

c.

At the discretion of the administering agency, a driver under suspension
shall b~ subject to a license examination at the end of the suspension
period •

d.

Wh,~ther or not such examination is authorized, the returned license
shall be valid only for the remainder ~f the unexpired period, and such
driver shall b~ subject to further action if he accumulates sufficient
points to reach the next suspension level in accord with 12 points in
the first year, 18 points in the second year, and 21 points. in the third
year •

e.

If no license examination is given at the end of the suspension period,
upon renewal of license such examination shall be given •

.

Id,._

' ...

~

....

..

8.

Points 8ha11 be assessed to driverus record only upon a numicipal or
str1te court. convict.ionP or upon paymtmt of a state penalty assessment
ticket, or upon payment of a minicipal traffic fine without a municipal
court appeat·ance.

....

9.

,. "

..

,

-

..

~-...

Basis for. Assessment of Points

ScheduJe of Po:1 nts

12

Hit and Run Acd dent
Driving Whi le In tox.i ca ted

12

Reckless Drjving
Careless Driving
·speeding
Driving on Wrong Side of Uoad
Improper Passing
Failui·e to Stop for School Bus or Signal
Failure to Yield Right of Way
Following too Closely
Improper Turn

Driving in Wrong Lane or Direction on
One Way Street
Failure to Observe Traffic S.i gn or Signal
Driv-ing through Safety Zone
Failure to Yield to Emergency Vehicle
Failure to Signal or Improper Sign,al
_,

,.

Improper lfa1=ki ng

....

Failure to Dim or Turn on Lights
Operating an Unsafe Vehicle
Improperp Dangerous Parking

~--II,

3
3
3
3
2
2
2
2

1

••

..

~

6
4
4
4
4
4
3
3
3
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.....
Other Provisions
1.

....

Definitions:
a.

cancellation - pertains only to fraud, misinformation and/or other
circumstances affecting the issuance or reissuance of a license;

b.

revocation - pertains only to mandatory revocation as set by statute; and

c.

suspension - pertains only to loss of license under the statutory point
system.

'

.

'½..

~

.

2.

Notification of mandatory revocation, cancellation, or suspension according t~ the rules of civil procedure.

~.

Hearings in mandatory revocation and cancellation:

4.

a.

the lice,nse must be surrendered to administering agency upon notification;

b.

a hearing may be requested of the administering agency to determine the
accuracy and authenticity of the records used to substantitate the
mandatory revocation or cancellation·, and

c.

a court appeal may be made in the same way as provided in the statutory
point systemo

The same definition of records should be provided in
pertaining to cancellation, revocation, and suspension;
providing for bearings under these actions; and in the
these records be supplied by courts and law enforcement

all statutes
in the statutes
statutes providing
agencies.

i

\
.. .
j

...

.,. "
,.;

.

5.

Collateral Actiono In any proceeding for alleged driving under cancellation 9
suspension or revocationp no collateral action may be made challenging the
~
cancellationp suspension or revocationo Such challenge must be made through
the procedures outlined for hearings and appeals under the statutory point
system suspension, ~ndatory revocation, or cancellation, and in no other
-:-.. ,
way. Failure to make such challenge at the time of suspension or mandatory
... -,
revocation or cancellation shall be evidence of the validity of such suspension,~
revocation, or cancellation.
,~

6.

Definitions of driving without a license~

7.

a.

under revocation, suspension, or canc~llation;

ho

expired license; and

Co

no license ever issued.

Commission of an offense,without a driver's license or with an expireg
license,which would have resulted in mandatory revocation or suspension had
there been a valid license· shall subject the driver to the same penalties as
if he had a valid license, and in addition he shall not be able to obtain a
license until one year after he makes apf,llica tion for such license.
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Motor Vehicle Administration
The success of the driver improvement program depends to a great extent on how
it is administered. The best designed program will have little chance of achieving
its goals without adequate administrative· organization and proper supervision. The
major economic and social role played by the motor vehicle makes motor vehicle
administration vitally important. This includes administration not only of the driver
improvement program, but of vehicle registration, vehicle inspection, accident
records, and safety responsibility.

.-".,.

••

•.·

Many traffic safety officials have recommended that each state establish a separate
agency to handle motor vehicle functions and that this agency be directly responsible
to the governor.46 This recommendation has been endorsed in Colorado by the Colorado
Citizens' Connnittee for Highway Safety and the Colorado delegation to the President's
Western Area Highway Safety Conference held in San Francisco, April 9th and 10th, 1958.

.

Nineteen states now have independent motor vehicle departments. Most of the other
states have a motor vehicle division as a part of another agency. The types of motor
vehicle administration by state are shown in Table V•

.

,,

.

,

TABLE V

..-

TYPE OF MOTOR VEHICLE ADMINISTRATIVE ORGANIZATION BY STATE

.....

Independent Department
California
Connecticut
Idaho
Indiana
Iowa
Maryland
Massachussetts
Nevada
Nebraska
New Hampshire
North Carolina
Ohio
Oregon
Rhode Island
South Dakota
Vermont
Virginia
West Virginia
Wisconsin

...',,.
,.,.
_

' '
, ""

- ,.

1.
2.
,.

.

-.

4~.

Division of
Revenue Department

Division of
State Highway Department

Alabama2
Arkansas
Colorado
Georgia2
Kentucky
Lousiana2
Missouri
New Mexico
New York
Oklahoma2
Pennsylvania
Tennessee2
Utah
Wyoming

Arizona
Delaware
Kansas
South Carolina

Administrator Appointed
by Governor - Limited Function

Division under
Secretary of State
Illinois
Maine
Michigan
Minnesotal
Division under
Attorney General
New Jersey

Florida
Division under
Mississippi
Department of Licenses
Montana
North Dakotal
Washington
Highway Department also administers several functions.
Department of Public Safety also administers several functions.
I11111ediate Needs and long-Range Objectives, Report of the 1957 Public Officials
'Traffic Safety ConferellCe, The President's Committee for Traffic Saxety pp. 30
and 31. Also Re ort of the Governors' Conference Committee on Highway Safety,
November, 1956, ounc1 o
vernmen s p. • •
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Proponents of the independent agency approach to motor vehicle administration point
out that motor vehicle administration has grown haphazardly over the years rather than
in any planned way. When motor vehicle functions were less important it was possible
to handle them as a division of a departmept of revenue or some other agency. In their
judgment one of the fundamental weaknesses in traffic safety programs is that motor
vehicle agencies,in many states,which were created in a haphazard fashion have not
been reviewed and reorganized to deal with present highway problems. It is increasingly
apparent that e_ffective regulation of highway use involves control of vehicles as well
as drivers, and that both should be the responsibility of a specialized agency of
cabinet rank. The motor vehicle program should not suffer as a consequence of a lack
of understanding on the part of a parent agency whose functions are not related.
Opponents of an independent motor vehicle agency are in agreement on the importance
of motor vehicle functions. However, they feel that these functions can be handled by
a division of another agency, especially in a small state where the creation of a
separate agency would result ina separate administrative structure with its additional
costs of personnel, purchasi11g, and other services which could be supplied at less
cost and more efficiently by the present parent agency. It is argued that motor vehicle
administration, in general, suffers from a lack of qualified personnel and gaps in
the record keeping process. These improvements will not result automatically from
the creation of an independent department. The proper staffing and equipping of a
motor vehicle division of another agency would result in the desired improvements in
the motor vehicle program.
Motor Vehicle Administration In Colorado
The Director of Revenue is given the responsibility for the administration of
motor vehicle functions by law. The statutes also provide for the employment of a
motor vehicle supervisor whose position is part of the classified civil service system 47
The Motor Vehicle Division is one of five divisions of the Department of Revenue and
is under the supervision of the Assistant Director of Revenue. He is subordinate to
both the Director of Revenue and his deputyo
0

The Department of Revenue through the Motor Vehicle Division administers these
functions~ motor vehicle titles, vehicle registration, driver licensing and improvement, financial responsibility, accident records, vehicle inspection and reciprocal
agreements with other states. The Legislative Council Committee on Highway Safety held
two meetings at the Motor Vehicle Division .in July 9 1957 9 and March 9 1958. In addition
to driver licensing and improvement, the committee as~ed questions pertaining to
accident records, vehicle inspection 9 and administration.48

...

At the July., 1957 9 meeting the Director of Revenue cited the reasons why the
administrators of the Department of Revenue and of the Motor Vehicle Division do not
believe that an independent motor vehicle department is necessary in Colorado.49 Under

47.
48.
49.

13-2-1 CRS 1953.
Present at the first meeting were the Director of Revenue 1 the Deputy Director,
the Assistant Director, and the Chief of the Driver Improvement Section.
Legislative Council Connnittee on Highway Safety Minutes of July 26, 1957
Meeting, p. 9.
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Motor vehicle administration is becoming more and more of a record-keeping process
according to the Director of Revenue, and the Revenue Department has the facilities and
know~how to do this job. The deputy director added that states which have independent
departments, such as California, Washington, and Wyoming, are not doing a better job in
the enforcement of financial responsibility, revocations, and suspensions than Colorado.

"

....

...

...
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the present set-up, the Department of Revenue has executive control 9 but it does
not use it to curb the actions of the Motor Vehicle Division. The department makes
administrative assistance available to the Motor Vehicle Division. The Assistant
Director of Revenue is in complete control of the Motor Vehicle Division, and the
Director and Deputy Director only make ·policy reviews. Savings are extensive, because
t}Je division is a pa.rt of the Department of Revenue, rather than a separate agency.
For example, the Motor Vehicle 'Division does not need a personnel officer because this
service is provided by the Revenue Department. 1his is also true of a purchasing
agent and enforcement agents.

I! -

.

~

It was his opinion that political influence is much more marked when a department
is responsible to the governor than when there is an intervening layer to act as a buffero
Where the head of a separate motor vehicle department would be subjected to these
pressures directly, it is now possible for the administrators of the Revenue Department
to take the brunt and, therefore, protect the Motor V~hicle Division from any kind
of influence. He cited as "outside influences" the insurance companies" the motor
carriers, the direct mail companies 9 and the major vehicle manufacturers. He said that
their influence is lost in the Revenue Department because of the separation of powers •
It was the opinion of the Director of Revenue that administrative mixups would
occur even with an independent department directly responsible to the governor. He
felt that there would be no advantage to an independent department.

Accident Records
Accident records are an important tool in traffic safety programs and should be
comprehensive and up to date. Accident record data should be compiled in such a way
that special reports can be made with a minimum of time and effort. Sufficient
personnelp adequate reporting .forms 9 and the cooperation of local law enforcement
agencies are all necessary in the. development of an accident reporting program.
Colorado 9 s accident record program is handicapped by a lack of personnel •
Leading states report .7 person per 1 9000 accidents working on this function 9 Colorado
reports .2 per 1 9 000 accidents.50 This lack of personnel is the major reason why
Colorado's annual accident reports are not compiled until after the first quarter of
the followinr: year. The Traffic Engineering Division of the State Highway Department
usually has two people going over the accident reports to develop data for traffic
engineering studies 9 and the state patrol prepares its own accident statistics for
selective enforcement procedures. All of these needs should be served through a
central accident records agency.

50.

National Safety Council Annual Inventory of Traffic Safety Activities Analysis
.f~r 19.~7» Accident Records, Sect. 3, p. 3.

Two types of reports on accidents are received by the Motor Vehicle Division. One
is processed by the accident records section and the other by the safety responsibility
section. These records are not cross-checked because of the lack of personnel.51
It has been reconnnended that both reports be consolidated in one reporting form. 52
The Department of Revenue's plans for mechanizing the Motor Vehicle Division's
records also includes accident 'statistics; however, complete machine processing, as is
the case with driver improvement records, will depend on the development of an overall machine processing program. It also will necessitate a change in.the equipment
now being used for accident record processing. The equipment currently being used,
cannot be integrated with the equipment planned for the machine processing program.

'-~
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Vehicle Inspection Program
Colorado is one of the 14 states with an annual or semi-annual vehicle inspection
program.53 Colorado's inspection prog'ram was established by statute .54 The program
was changed in 1957 when inspections were made more extensive and the inspection fee
raised from $.50 to $1.50. Inspections are made by privately owned garages which are
licensed as inspection stations by the MQtor Vehicle Division. The division, in
administering the program, has the responsibility for supervising and checking the
performance of the inspection stations. This is the same method followed in all other
states with inspection programs, except for Deleware and New Jersey, w:hich operate their
own inspection stations.
A shortage of field inspectors has made it difficult for the Motor Vehicle Division
to provide the necessary superv1s1on. Some inspection stations have required unneeded
repairs, while others make cursory inspections and do not check all items thoroughly.
The garages requiring unnecessary repairs are not necessarily trying to gouge the
public. Garages in small communities fear loss of prestige if their inspection
licenses are revoke~and so have been over-zealous in conforming to specifications.55
It was the observation of some committee members that specifications should be limited
only to those items definitely related to highway safety.

The Deputy Director of Revenue told the committee that the Motor Vehicle Division
acts on all complaints which it receives, and as a result some inspection stations
have lost their licenses. It was his feeling that, while the state should not operate
inspection stations, perhaps inspections might be performed on a selected basis by
the state as a cross check on what the private inspection stations are doing. 56

-.
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51.
52.
53.
54.

55.
66.

Legislative Council Committee on Highway Safety Minutes of Meeting of March 7,
1958, p. 7.
Annual Inventory of Traffic Safety Activities, Accident Records, Op. Cit. p. 1.
Four additional states have inspection regulations but have not put the
program into full operation.
13-4-115 CS 1957 to CRS 1953.
Colorado Legislative Council Committee on Highway Safety, Minutes of Meeting of
March 7, 1958, p. 6.
Colorado Legislative Council Committee on Highway Safety, Minutes of Meeting of
July 27, 1957, p. 11.
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It is very difficult to measure the results of a vehicle inspection program. It
is hard to determine whether inspection actually makes vehicles safer except for a
limited time after the inspection has been made. Safety equipment such as brakes
and lights can get out of adjustment very e~sily. It is even difficult to determine
how many vehicles get into ac•cidents because of faulty equipment, because it is hard
to tell whether the faulty equipment was on the car prior to the accident or resulted
from it.

·~

'·.,.

The Colorado State Patrol holds periodic road blocks at which all vehicles stopped
are given a safety check. These road blocks are held around the state throughout the
year. In 1956 and 1957 the' patrol road blocks stopped and checked almost seven per
cent of the state's registered motor vehicles. A summary of results of the road
blocks for 1956, 1957 and the first half of 1958 is shown in Table VI •

._ .

. ....
. TABLE VI
<'
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ROAD BLOCK SUMMARY COLORADO STATE PATROL
1956 - 1958

1956

Number of road blocks
Total vehicles checked
Number of vehicles in violation
Per cent of vehicles in violation
ijer cent of vehicles - faulty lights
Per cent of vehicles - faulty brakes

590
45p485
11,874
26.1%
48.1
8.2

1957
705
64,574
15,179
23.5%
48.7
8.8

First Half
of 1958
315
21,537
4,540
21.0"
55.0

B.4

.
....

This summary shows that approximately one-fourth of the vehicles checked were
in violation. Although there has been some reduction through the first six months of
1958, there is no way to tell whether this reduction is the result of the improved
inspection program inaugurated in the last half of 1957. Faulty lights and brakes
were the two most significant safety equipment violations. Almost half of the
vehicles stopped by patrol road blocks over the two and orre-half year period had
faulty lights 1 and almost nine per cent had bad brakes •

..

Eleven of the states with vehicle inspection programs had traffic fatality rates
below the n~tional rate in 1957. It is difficult to determine to what extent vehicle
.... inspections contributed to the record of the 11 states. On the other hand, three of
the inspection states were considerably above the national fatality rate, and one of these,
New Mexico, had the highest fatality rate in the counfry - 9.4 deaths per 100 million
vehicle miles. There were 13 non-inspection ~tates which had fatality rates below
the national average. Five of the 14 states had annual inspections and the remainder
~~,~
semi-annual. Two of the three inspection staies with fatality rates above the
~ national average require two vehicle inspectiQns per year.
The states with annual
inspections had a slightly better average fatality record in 1957 than the states
with semi-annual inspections •

...

4 ..
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The desirability of mandatory vehicle inspections on an annual or semi~annual
basis had been stressed by traffic safety officials. While it is certain that faulty
vehicles contribute to accidents 9 there is no way to determine exactly to what extento
States with mandatory vehicle inspectionyin general,have better fatality records 9
than non-inspection states, but there is no way to relate these records to mandatory
vehicle inspections.
•. j

,

Recommendations of the Committee on Highway Safety
The importance of motor vehicle administration necessitates a specialized agency
to handle such functionso This agency should not be a part of the Revenue Department
or any other· state office o This motor vehicle agency should be responsible for
driver licensing and improvement 9 vehicle registration and titles, vehicle inspections 9
safety responsibility, accident reporting and records,. and highway safety. It should
be staffed with qualified personnel in sufficient quantity to carry out its responsi=
bilities and be headed by a qualified 9 experienced motor vehicle administrator
appointed by the governoro
Creation of an independent motor vehicle agency 9 in the committee s op1n1on 9 is
the best method of solving current difficulties with driver licensing and improvement 9
accident records 9 and vehicle inspection. The inadequacies of these programs have been
attributed by Revenue Department officials to a lack of personnel and mechanized record
keeping. The Cammi ttee feels that motor vehicle personnel needs have not received
proper attention, because of the subordinate position of motor vehicle administration
in an agency with many other important responsibilities not related to motor vehicles.

''

1
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The Assistant Director of Revenue in charge of the Motor Vehicle Division is
subordinate and directly responsible to the Director of Revenue from whose office most 9
if not all 9 administrative rules and regulations concerning the motor vehicle program
are issued. The Committee observes this to be the case 7 even though it was told_by the
Director of Revenue that the Assistant Director had the major responsibility and
::.~,
authority for the division° s operation subject only to the review of the director and/or 1.-,
the deputy directoro In the committee 0 s opinion this apparent shuffling of responsibility
provides no clear line of administration and policy making and makes it difficult to
~
point to the director 9 the deputy director 9 or the assistant director as the person
in authority o
:

Machine processing of motor vehicle records is a desirable goal. Problems involved
in planning such a program and the cost of installation indicate that it may be
several years before it will be established. In the meantime 9 immediate steps should
be taken to improve the record keeping process.

:..

:..,

The establishment of an independent motor vehicle department and the proposed
driver licensing and improvement legislation, in the committee 1 s judgment 9 are
extremely necessary forthe development of an adequate traffic safety program in
Colorado
lH thout these measures 9 which are the program's foul'\4a tion, other committee
recommendations may fall short of the desired results.
o

.....
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Approximately six per cent of the licensed drivers in Colorado are teen-agers 9
yet teen~age drivers were involved in 12 per cent of all fatal accidents and slightly
more than .14 per cent of all accidents in Colorado between 1953 and 19570 Drivers
just out of their teens (in the 20=24 age group) were involved in al.most 18 per cent
of all fatal accidents and 16 per cent of all accidents in Colorado during the same
periodo

,.

.
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DRIVER EDUCATION AND.THE TEEN-AGE DRIVER

The record of Colorado drivers in these two age groups is not unique. Studies
and statistics from other states show approximately the same results. The American
Automobile Association 9 as a result of one of its studies 9 found that persons between
the ages of 16 and 19 drive one-fifth as far per fatal accident as do the drivers in
the safest group==ages 45~49. In other words 9 teen-age drivers had five times the
fatality rater per mile of vehicle travel as drivers. between the ages of 45 and 49.1
Other studies show that drivers in the 20=24 age group 9 especially males, have the
worst accident record of all groups of drivers.2
Driver Education

-- -l

.,

'

Driver Education 9 including behind the wheel training 9 is considered the most
effective way of instilling correct driving methods and habits in young driverso
Untrained or §oorly trained teen-agers require about 10 years to outgrow adolescent
recklessnesso
The first high school course in driver education was given in State
College 9 Pennsylvania 9 in 1934. By 1957 9 more than half of the nation°s high schools
offered some type of driver education course 9 with an enrollment of 1 9 123 9 164 pupilso4
These courses are offered by at least some high schools in every state.

.,.

State Aid

.

In !ill except 14 states 9 high school driver education is financed at the local
levelo These 14 states have passed legislation in the past three years which provides
state aid to driver education. These state aid programs are financed in a number of
ways as is shown in Table VII.

·-

These 14 states also distribute state aid by a variety of formulae, although a
fixed dollar amount according to the number of students or on a matching basis is the
most popular methodo The distribution of driver education aid in these states is shown
in Table VIII o

..•

...

Fatality Hazard Greater for Young Drivers 9 American Automobile Association 9
Washington 9 Do C.
Driver Education in High School, Kansas Legislative Council 9 October 1956 Po 11.
Developing Responsible Drivers, Colorado State Department of Education, 1954 Po 8
Association of Casualty and Surety Companies 9 Summary of School and Student
Participation in Driver Education 9 1956-1957.
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TABLE VII
SOURCE OF FUNDS IN OTHER STATES
FOR STATE AID TO URIVER EDUCATION
Source

States

1.

General ""Fund

2.

$1 added to three year driver license fees
$..25 added to annual driver license fees
$1 added to operator's license (biannual)
$1 added to chautfeur's license (annual)
$2 added to three year driver's license fees
$3 added to driver's licpnse fees
$2 added to learner's permit fees
$1 added to '-vehicle registration fees
$1 penalty assessment on every $20 of
traffic :fines or fraction thereof
$5 added to vehicle registration fees for
owner's initials affixed to license plate

3.

4.
5.
6.

7.

s.
9.,

10.
a

Louisiana, Mg-ine, West Virginia!
and DelawareMichigan
Florida
Oregon
Illinois
Connecticut
Pennsylvania
North Carolina and Utah
California

-.
~-

.

:'

New Hampshire

Special appropriation..

b State operates program.

·.~
~--

.....

TABLE VIII
FORMULAE IN OTHER STATES
FOR DISTRIBUTION OF STATE AID TO DRIVER EDUCATION
States

Method
$1.0 per pupil enrolled
$10 per pupil trained
3. 1/2 not to exceed $15 per pupil
4. $20 per pupil
· 5. 3/4 not to exceed $20 per pupil enrolled
6. $23.43 per pupil trained
7. $25 per pupil enrolled
8., $30 per pupil trained
9 0 3/4 not to exceed $35 per pupil
10. $38 per pupil
11. No fixed aUDunt
1.

2~

Connecticut and Pennsylvania~
Maine
Louisiana
West Virginia
Oregon
Florida2.
-Michigan
Illinois and Utah
California
Delaware£
New Hampshire and North Carolina-!!

~sed on formula which includes average daily attendance; $10 minimum
~er student.
b .$4,100 provided for each unit of 175 pupils trained; average of $23,.43 per pupil.
State operated program, cost estimated at $38 per pupil
d Commissioner of Education apportions funds in New Hampshire. Allocation in
North Carolina is proportionate to each unit's enrollment of eligible students.

'

'.

)

..

a

c
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The states with aid to driver education programs showed the greatest gain in
the proportion of students enrolled in such courses between the 1955-1956 and the
1956-1957 school years. Ten of the 14 states showed increases as compared with 18
of the 34 non-driver aid states. A few of these 14 states had such meager driver
training programs before establishing state aid that it may be a few years before
a sizable number of the eligible students- are brought into the program.
Effectiveness of Driver Education
The chief benefit of teenage driver t:raining is that it modifies the driving
behavior of those in the 16-24 age group. After age 25, there appears to be little
difference between the performance of drivers who have had such training and those who
have not. The National Education Association reviewed 26 recent studie·s of driver
education and traffic accident reduction and drew four conclusion.s. 5
1. Most of the studies have found that the drivers who are graduates of a high
school course in driver education have fewer accidents and violations than drivers
with no formal high school course in driver education. The evidence presented in
this report may be regarded as conclusive.

2. The amount of superiority shown for the trained drivers varied greatly among
the studies. However, the studies which appear to have controlled a maximum of
variables have found for trained males a superior performance of 30 to 50 per cent
for the initial period of driving. The exact per cent does not seem as important
as the fact it consistently reflected superior performance •
3. The drivers who completed a course in classroom and practice driving instruce
tion generally were found to have a better record than drivers whose course was
limited to classroom instruction. The evidence here is strong.

.

.- >

.'

.,.

4. It appears that the salutary effect of driver education is most evident in
the early stages of driving. As experience increases, the performance of the trained
and untrained drivers tends to equalize. Further investigation of the :lasting effect
of driver education is needed to establish generalizations in this area.

These general conclusions have also been reached as a result of reviews of driver
education made by other organizations and research agencies such as the American
iutomobile Association, and the Institute of Government, University Of North Carolinau
The va1idity of man;y of these research studies has been ope;n to question, because
of the way in which the groups of drivers compared were selected and measured. A
principal difficulty with these studies is that they do not take into account the
attitude of the students. It b possible that it is the attitude and motivation of
the teenager who has taken driver education which makes him a better driver, and that
it was this attitude and motivation which caused him to volunteer for driver educa•
tion in the first place. Several studies have been set up to test this assumption.
In other words, this criticism of driver education studies implies that compulsory
driver education and training might result in very little change in the driving
performance of those teenagers who are forced into the program.

S. A Criticai Analysis of. Driver Education Research, National Conmrlssion on Safety
:

.
....

r------

Fiducation, National Education Association, p. 53.

- 35 -

The importance of attitude was al~o pointed out by the American Automobile
Association in a summary of driver education program results.
"unfortunately from a statistical standpoint, the interest in driving of the
trained and untrained groups is not equal 9 since frequently those enrolled in a
course are students who are most interested or have a real reason for learning to
driveo While no studies of attitudes have been made, it is quire likely that students
volunteering· for a driving course have a different attitude than thos students who do
not volunteer to take a courseo 11 6

-
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Compulsorr Driver Education
There are four states that have mandatory education courses, and in these states
the course is required for graduation from high school. These states are California 9
Illinois 9 North lakota 9 and Virginiao In none of these states is behind the wheel
training mandatory 7 In 1957 9 Michigan passed legislation which required successful
completion of a driver education course including behind the wheel training as a
condition for obtaining a driver 0 s license for all applicants less than 18 years of
ageo While this was not a compulsory driver education lawp it has the same effect
because all teenagers must take- :the course if they want~ license before their 18th
birthdayo
0

...

•'

The Michigan driver education program was considered one of the important factors
in the accident fatality reduction in 19570 Michigan had 222 fewer traffic fatalities
than in the preceding yearo8 It will take more than one year's experience, however,
to measure the effectiveness of the Michigan program.
)

'

Usually educators have been opposed to a compulsory program, 9 a position endorsed
by some but not all traffic safety officialso Arguments against compulsory driver
training includeg 1) the expense involved~ 2) lack of teachers and vehicles;
3) possible interference with other portions of the school program; 4) lack of adequate facilities 9 and 5) results may not be as satisfactory as with a voluntary
programo Those traffic safety officials who support compulsory<progrmas argue that
it makes certain that all adolescents would have to participat~ in the program~
consequently 9 the problem of the driver under 25 could be attaoted on a broad scale 9
with a significant reduction in accidents and fatalities the result.
Federal Aid to Driver Education
There is a possibility of federal aid to driver education programs as a result
of the studies made by the Special Sub-Committee on Traffic Safety of the Hous<e
Committee on Interstate and Foreign Commerce of the 84th and 85th Congresses. Two
identical bills concerned with driver education were introduced in the House and
Senate during the 85th Congress in 19570
It was proposed that $28 million be appropriated annually for state youth
driver education programs 9 to be apportioned to the states in the proportion each

"Dr~v•'flaucation Proves Its Worth, American Automobile Association 1955, unpagedo
Driver F.cl.ucation in High School, Op.Citop.20
State Government "Driver Education in Michigan's Traffic Safety Program", by
Lynn Mo Bartlett, March 1958 9 p.54o
.
Policies and Practices for Driver Education, National Commission on Safety Education9 National Educational Association, 1954.
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state's population bears to the total population of all participating states. The
money apportioned to the states would be matched on a 50-50 basis by state or local
funds, or both.
The bills provided that states could use these funds for administration, superm
vision, teacher training, salaries 1 and expenses. To receive this aid each state
would have to create a board of not less than three members which would cooperate
with the Secretary of Healthp &:lucation,and Welfare in the ~ministration .of the act's
provisions. Each state board would oo required to prepare a detailed plan on driver
training for approval by the Secretary of Health, Education, and Welfare, before
federal funds would be forthcoming.
Except for hearings, this proposal was not acted upon by the 85th Congress. It
.is exp·ected that a similar proposal will be .submitted to the 86th Congress in 1959
by the traffic safety sub~committee members.
Teenage Driver Education in Colorado
For the school year 1956=1957p Colorado ranked 38th among the states in the pr~portion of its high schools offering driver education and 22nd in the proportion of
eligible students enrolled in such courses o On.e=fourth of total high school enroll.,.
Table IX shows the
ment ls considered the maximum number eligible in any one yearo
number of schools offering driver training and the number of students participating
in the program· for the past seven years.
TABLE IX

....

DRIVER TRAINING IN COLORADO HIGH SCHOOLS,
SCHOOL AND STUDENT PARTIC rPATION, 1951... 1958

.

',

.
'

'
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School.YAar
1951~52
1952-53
1953-54
1954 ... 55
l9G5 ...S6
1,955 ... 57
1957=58

No.of Schools
Providing
Driver Training_

No .of Students
Taking
Driver Training
1775
3419
3827
3470
4560
5064
5063

37
50
69
84
91
96
1.05

Pct. of Student
Increase Over
Previous Year
92.6%
11.9
.. 10 .3

3lo4
11111
002

The totals shown .in Table IX are for schools offering driver education courses
as accredited by the State Department of Educationo An accredited course must con=
sist of at least 32 classroom hours and eight hours of behind the wheel training, and
must: be taught by a teacher who meets the education department 9 s driver instruction
training requirements. During the 1957=1958 school year, there were two additional
schools with unaccredited teachers which provided both classroom and behind the wheel
training for 28 students. Three other high schoolds had a total of 110 students enc,
rolled in driver training courses which did not meet education departments standards.
There were 264 high schools in Colorado,with an enrollment of 68 9 913 students,
during the 1.95:7-1958 school year. Driver education courses were provided for 30 per
cent of the eligible students by slightly less than 40 per cent of the high schools
0

...

The schools offering accredited driver training courses are generally the largest

...

.•, 3.7 -

in the state and account for almost 90 per cent of the total high school enroll.mertt.
For this reason, even if the other 159 high schools had offered accredited driver
training courses for all their eligible students, only 40 per cent of all eligible
students would have received training during the 1.957-1958 school year.
This observation indicates the two~,fold problem of providing additional high
school driver training in Colorado. First, expansion of present programs in the larger
high schools will be necessary to provide training for a significantly greater propor ...
tion of students than receive it now a Second, joint pro~rams involving two or more
schools may be the only way that driver training can be provided in the small schools
because of the small number of eligible students in each.
The present cost of driver training in Colorado is $38 per student. This amount
includes salaries~ vehicle maintenance, texts, insurance, and other equipment used
in the programo For the most part dual control cars are provided by automobile
dealers through a program fostered by the Aroorican Automobile Association. The entire
cost of Colorado's driver training program is borne by local school boards. The State
Department of Education sets standards and assists the local school districts in
setting up and/or expanding their programs.
There has been a 48 per cent increase in the number of students taking driver
training since the 1952~1953 school year, yet the proportion of eligible students
taking the course has increased only from 25 to 30 per cento There was a decline in
1957••1958, both in the actual- number of students taking the course and in the propor=
tion of those eligible over the preceding year, even though nine more schools took
part in the program. In other words, even with the substantial increase in the number
of students during the past few years, driver training enrollments are maintaining
just a oout the same ratio to the number of eligible students.

.'
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The cost of driver education is cited as the main reason why there has not been
a greater expansion in the programo While there has been general agreement as to the de-,.,.
sirabil.ity of driver training ,the cost has prevented local school bo~rds from accelerating
the pr0gramo
The State Department of Education has recommended that state aid be made available
for driver education and that such aid be incorporated in the school foundation ad.
The department also recommended that procedures be established to enable school districts with smaller high schools to share driver education programs. It is proposed
that the program continue under the administration of the Department of Educ;ation.
The department would be responsible for setting standards, a.ccredi ting courses and
teachers, dispersing funds, and assisting and guiding the establ4-shment and expansion
of driver education programsolO Other state and local traffic safety officials have
also recommended a state aid program for Colorado.
The cost of a state aid to driver education program ma.y be estimated by applying
various formulae to the expected number of eligible students during the next few
yearso The results of some of these applications are shown in Table Xo

fo.

Legislative Council Committee on Highway Safety, 1fii.tiutes of Meeting of
June 28, 1957, ?o 6
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TABLE X
ESTIMATED COST OF DRIVER TRAINING
PROGRAMS IN COLORADO, 1959-1966

..
\..
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Year
1958-59
1959-60
1960-61
1961-62
1962-63
1963-64
1964-65
1965-66

No. H.S.
Students~
77,160
79,534
84,484
92,820
100,416
107,667
111,696
114,543

No • Eli gigle

for D.E.19,290
19,884
21,121
23,205
25,104
26,917
27,924
28,636

Cost of
Training all
Elisible£

Cost of
Training
30% of
EliSibles~

Cost of
Training
5o% of
Eli~ibles£

771,600
795,360
844,840
928,200
1,004,160
l,CY76,680
1,116,960
1,145,440

$231,480
~38,600
253,460
278,960
301,240
323,000
335p080
343,640

$385,800
397,680
422,420
464,100
502,080
538,340
558,480
572,720

$

...

,

a

~

I

b
c

d

-'
..

.
)

I;

...
~~

!
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Public School Enrollment Trends for Colorado, Colorado State Department of Education,
Division of Research, May, 1958 p. 22
Based on one-fourth of total enrollment
Based on $40 per capita
Based on $40 per capita and maintaining the present ratio of students taking
driver training

If all eligible students were to receive driver training, the estimated annual
cost would vary from $771,600 in the 1958-1959 school year to $1,145,400 in the
1965-1966 year, as compared with the present program cost of slightly more than
$200,000. Even if the present level of providing driver training for 30 per cent of
those eligible were maintained, expected increases in high school enrollment would
raise the costs of driver training to al.most $350,000 in the 1965-1966 school yearo
The objective of state aid, however, is not to make it easier to finance the driver
education program at present levels, but to accelerate program expansion. If the state
were to provide funds on a 50-50 basis with local school districts, at least twice
as many students as are now participating in the program should have the opportunity
to take the course in order to achieve the purposes of the state aid program.
Sources of funds. The amount of state aid to be provided will depend on the
amount of revenue which can be derived from the various possible sources such as an
added fee on vehicle registration, operators' licenses, fines, or vehicle inspections.
It is doubtful whether state aid would be approved unless one of these potential
revenue sources is utilized, because of the many demands on the state general fund.
Three methods of raising funds for driver education were explored. These included an additional driver's license fee of $.50 or $1.00, and additional vehicle
registration fee of $.50 or $1.00, and an additional annual vehicle inspection fee
of $.50 or $1.00. The amount of money which could be raised from these sources was
projected on an annual basis through 1966. The rate of annual increase used for the
number of vehicle registrations and drivers' licenses was slightly less than those
predicted by the Motor Vehicle Division.
The estimated funds from these sources mirus collection costs and driver education program administrative costs were allocated on the basis of $20 per student as
the state's share. As the present per capita cost of driver education in Colorado
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$38, the $20 allocation as the state's portion would assume a 50-50 matching program
with local districts.
Possible annual revenue by source and the number of students for whom state aid
could be provided is shown in Table XI on the following page.
The data in Table XI shows that additional vehicle registration or inspection fees
would provide a greater amount of funds for driver educatiort than a similar fee added
to driver licenses. Based on a $20 allocation, both the $.50 or the $1 •. 00 additional
fee on registrations or inspections would produce more than enough funds to pay the
state 0 s share of training a11 eligible students. If either of these methods were
used, it would be possible for the state to pay more than 50 per cent of the cost.
In addition, funds could be made available for the purchase of vehicles, training
equipment, and for the training of teachers. All of these may be necessary to provide
teaching personnel and equipment in sufficient quantity t«;, meet the needs of an expanded driver training program.

-.. •.
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With an expanded program, it should be possible to offer driver training to out
of school youths during non-school hours and on Saturdays. It is important that these
youngsters also have the opportunity to take driver education.
Adult Driver Education. In addition to the commercial schools providing driver
tra.ining for adults, courses may also be offered through high school extension programs. This practice is much more widespread in other states than in Colorado where
only eight high schools in the 1957-1958 school year offered driver trainin&with a
total of 226 adults enrolled.

.,
-·-

With an expanded driver education program it would be possible to make more ex""
tensive use of equipment and teaching personnel after school and on Saturday to train
adults as well as out of school youngsters. A fee to cover part or all of the cost
of providing such training could be charged every adult who registers for the course.
a, •..

Recommendations of the Committee 011 Highway Safety
While there is some doubt as to whether driver education is as beneficial as
some of its proponents claim, the Conmtlttee on Highway Safety feels that it does help
provide teenage drivers with ilTlproved driving skills and attitudes,;. especially for those
male drivers under 25 years of age. Male drivers between the ages of 20-24 have the
worst driving record, a factor taken into consideration by the insurance companies,
which set higher rates for such drivers unless they have successfully completed a
driver education course, including behind the wheel training.
The Committee on Highway Safety recommends that the state teenage driver educa~
tion program be expanded at least to the extent that all volunteers would be able to
take the cours~. It is also the committee's opinion that driver education should
definitely include behind the .wheel instruction. The one unchallangeable fact
resulting from driver education studies so far is that those who have had behind the
wheel training in addition to classroom instruction have superior driving records
to those who have had classroom instruction only.
An expanded program should provide the opportunity for out of school youth
a.nd adults to take driver training, through the use of teaching personpel and faciii ..
ties during non••school hours and Saturdays. Steps should be taken by the Department
of F.ducation to facilitate cooperation between school districts in establishing joint
driver education courses for small high schools, although the provision of driver
tralning in small high schools is rapidly becoming less of a pt'oblem with the increased
- 40 -
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-~TABLE XI
NUMBl~R OF STUDENTS FOR WHOM STATE AID TO DRIVER EDUCATION COUID BE PROVIDED
BASED ON AN ALLOCATION OF $20 PER PUPIL FROM FUNDS DERIVED FROM VARIOUS SOURCES
1959-1966
I

....
'

~

...

1959
1960
1961
1962
1963
1964
1965
1966

...

.

'·

,

..
-

$

292,554
420,990
400,486
321,809
463,089
440,534
353,989
509,397

$ 4,388
6,315
6,008
4,827
6,946
6,605
5,310
7,641

...

,.. ..,
.

Estimated
Revenue Yield

Minus
Collectio~
Costs

-I

.

-·-,

146,277
210,495
200,243
160,904
231,544
220,267
176,994
254,698

$

$ 4,388
6,315
6,008
4,827
6,946
6,605
5,310
7,641

288,166
414,675
394,478
316,982
456,143
433,929
348,679
501,756

$

II

1959
1960
1961
1962
1963
1964
1965
1966

!1 Additional Driver's License Fee
Minus b
Total
Admin.Total
Collected
Costs
Available
$14,408
20,734
19,724
15,849
22,807
21,696
17,434
25,088

$

273,758
393,941
374,754
301,133
433,336
412,233
331,245
476,668

No, of
Students

Per Cent
of those
Eligible

13,688
19,697
18,738
15,057
21,667
20,612
16,562
23,833

70.9%
99.l
88.7
64.9
86.3
76.6
59.3
83.2

6,074
9,684
9,023
7,414
10,668
10,149
8,016
11,735

31.5%
48.7
42.7
31.9
42.5
37.7
28.7
41.o

44,261
46,474
48,798
51,237
53,800
56,489
59,314
62,279

d

21,943
22,883
24,027
25,229
26,490
27,815
29,205
30,666

d

$.50 Additional Driver's License Fee
141,889
203,880
194,235
156,077
224,598
213,662
171,684
247,057

$

. ,.

$7,094
10,194
9,712
7,804
11,230
10,683
8,584
12,353

$ 134,795
193,686
184,523
148,273
213,368
202,979
163,100
234,704

. ,,
III $1 Additional Vehicle Registration or InsEection Fee.£

...

...

...
\.. .

-,

1959
1960
1961
1962
1963
1964
1965
1966

946,002
993,302
1,042,967
1,095,115
1,149,871
1,207,364
1,267,732
1,331,119

$

', k

...

. ,,
•.

#.,.

_.

.

...

931,812
978,403
1,027,323
1,078,689
1,132,622
1,189,254
1,248,717
1,311,153

$

$46,591
48,920
51,366
53,934
56,631
59,463
62,436
65,558

885,221
929,483
975,957
1,024,755
1,075,991
1,129,791
1,186,281
1,245,595

$

IV !.50 Additional Vehicle Re1aistration or Ins12ec tion Fee

. >
>~

$14,190
14,899
15,644
16,426
17,249
18,110
19,015
19,966

1959
1960
1961
1962
1963
1964
1965
1966

$

473,001
496,651
521,483
547,557
574,936
603,682
633,866
665,559

$14,190
14,899
15,644
16,426
17,249
18,110
19,015
19,966

$

458,811
481,752
505,839
531,131
557,686
585,572
614,851
645,593

$22,940
24,087
25,291
26,557
27,884
29,279
30,743
32,280

$

438,871
457,665
480,548
504,574
529,802
556,293
584,108
613,313

a

Based on 3% of collections for $.50 additional fees for both licenses and registrations

C

Annual additional inspection fee, regardless of number of inspections
is used, the state would be financially able to
bear a greater proportion of all of the costs

Ii 5~ estimated for administration

d In excess of 100% for all years if either of these methods

,.
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consolidation of school districts under the provision of H.B. 385 passed in 1957.
The Committee on Highway Safety reconnnends that the expansion of the driver
education program be financed in part by state aid. This aid should be made a part
of the school foundation program and be allocated to each school district on a 50-50
matching basis with a maximum of $20 for each pupil who has successfully completed a
driver education course which has been accredited by the State Department of Education. The Department of Education should administer the driver education program
and be responsible for the setting of standards and the dispersal of funds. Administrative expenses should be included in the allocation of funds for driver training
purposes. The Department of Education should also draw up a comprehensive plan for
the state driver training program, so that Colorado may take advantage of any federal
funds which may be forthcoming for this purpose. If more funds are provided than are
needed to pay the state's share of the cost of driver training courses, consideration
should be given to the purchase of vehicles and equipment, and the training of additional teachers.
The committee recommends that state aid to driver education be financed through
an additional vehicle inspection fee of $1.00, and that the number of vehicle
inspections be reduced to one a year, making a total annual inspection cost of $2.50,
which is $.50 less than at present. From its evaluation of the vehicle inspection
program, the committee feels that one inspection a year is all that is necessary to
focus attention on safe vehicle maintenance.

.

;

..

'

:
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Licensing the Teen-age Driver
Driver education is one way in which teenage driving skills and attitudes may
be improved. A sound teenage licensing law is also necessary. Teenagers can be encouraged to take and complete a driver education course by making it possible for
them to get drivers' licenses at an earlier age than those teenagers who don't. This
was the intent of the present statute which provides for the licensing of 15 year old
youngsters under certain circumstances. This statute has been declared invalid, but
even if it were in force it could not achieve its purpose of encouraging youngsters
to take driver courses.

...,,
,.._,,-

This statute provides that a minor may obtain a special operator's license when
he is 15 years old if: 1) he has completed a driver training course approved by
the chief of the state patrol; and 2) he has met all the requirements relating to
operators' licenses, such as the eye examination and the written test.11 This special
operator's license enables a 15 year old to drive a motor vehicle on the highways of
this state, provided he is accompanied by an adult with an operator's license. This
license is voided when the licensee reaches his sixteenth birthday.
'

A minor who is sixteen years of age or older may obtain an instruction permit.

This permit is similar to the special minor operator's license issued to 15 year
olds in that the holder must be accompanied by a properly licensed adult operator
when driving on the state's highways. A temporary instruction permit or learner's
permit, as it is sometimes called, is issued for 90 days, but may be renewed for an
additional 60 days.12
•'

11.
12.

13-3-5 (3) CS 1957 to CRS 1953
13-3-5 (1) CRS 1953
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A minor is also eligible to obtain an operator's license at the age of sixteen. 13
When the holder of such a license reaches his seventeenth birthday the mi.nor operatorvs
license expires, and application must be made for a new operatorvs license. 14
The teenage driver is not particularly encouraged to take a driver education
course, because the only advantage to be. derived as far as licensing is concerned is
the acquisition of a restricted special license which he must surrender on his six"
teenth birthday when he must make new application for a minor's operator's licensee
1'he teenager who does not take a dri v·er education course, upon reaching his sixteenth
birthday, may make application and receive a license as easily as the teenager who
has taken a driver education course. In addition, the Colorado State Patrol is
designated as the accrediting agency for driver education courses, while it is the
State Department of Education which acts as the stan<U\rd setting agency for these
courses in public high schools.
No special 15-year old operators' licenses have been issued by the Department
of Motor Vehicles. Shortly after the passage of this law in 1954, a court suit was
brought to have the law declared invalid. The basis for the suit was that the General
Assembly failed to follow the legislative p:rocedure outlined in Article V, Section 22
of the Colorado Constitution. It was contended that the provision was a "substantial
amendment" to anoiger bill and was not printed prior to the vote, as required by
the Constitutiono
On July 29, 1954, the court upheld these contentions and issued
an injunction against the Department of Revenue--prohibiting the issuance of such
licenses. The case was not appealed.
When the 1957 statutory supplement was approved by the General Assembly the pro=
vision regarding 15-year old licensees was includedo This action prompted another
court case in Dertver district court, which resulted in another injun.ction against the
Department of Revenue.16 The contentions in this case were the same as those in the
previous case. This case was not appealed.

>·"

At the present time, Colorado law also provides that a minor of 14 years of a.3e who
meets the standards presc:d bep. by the Department of Revenue may obtain a special rest:rict"
ed. license to operate a motor scooter or motorbike.17

..:.»

~~~endations of the Connnittee on Highway Safety

'►

...

_

---•
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The laws providing for the licensing of teenage drivers should encourage parti ..
cipation in the driver educat.ion program and should also encouragEo 8afe driving
pract.iceso The former could be achieved by making it possible for teenagers to
acquire an operator vs license more easily and at an earlier age than those who don vt.
The latter could be achieved by revoking the license of teenagers who have serious
moving violations"
The Committee on Highway Safety, therefore, recommends teenage licensing
legislation which includes the following provisionst
l.

Juveniles who are 15 1/2 years old may obta:i.n a learner's permit, if enrolled

'13 o -13~3='7 CRS 1953
140 13 .. 3~7 ( 4) CS 1957, to CRS 1953
:1.5,. Henry v. Fugate, Director of Revenue, Denver Distric.t Court (1954)
160 Dye V. Theobald, Director of Revenue, Denver District Court (1957)
17 o 13,.3 •. 3 CS 1957 to CRS 1953
•• ,13

~

in a driver education course accredited by the State Department of Education.
2. Upon reaching the age 16 and upon successful completion of an accredited
driver education, course, they may apply for an operator's license and, upon passing
the driving examination receive same.
3. Unless enrolled in an accredited driver education course, no juvenile may
apply for a learner's permit before his 16th birthday.

4. All juveniles of less than 18 years of age must obtain a learner's permit
90 days prior to making application for a driver's license.
Any juvenile between the ages of 16 and 18 who possesses a driver's license
will have such license revoked until his 18th birthday upon conviction of a serious
moving violation or a predetermined number of points under a point system suspension
program.
5.

The Committee on Highway Safety also recommends repeal of the law which allows
14 year olds to operate motor scooters. Such repeal would remove a dangerous
accident hazard from the streets and highways. A recent study by the Metropolitan
Safety Council showed that motor scooter operators in the four-county metropolitan
Denver area have an accident rate .' '' tifioes that of other motor vehicle operators.
Repeal of this law would also be in conformance with provisions of the Unifprm Vehicle
Code, which place motor scooters in the same category as other motor vehicles and subject
to the same regulation.

A·
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LAW ENFORCEMENT AND THE COURTS

...
Law enforcement agencies constitute the front line in the battle against traffic
accidents and fatalities. law enforcement provides the most innnediate remedy of all
the accident preventatives; lack of good law enforcement weakens the other aspects of
the highway safety program and lessens the effectiveness of traffic safety legislation.
After violators have been apprehended it is important that they be tried by im-partial a:nd efficient traffic courts. The effects of good traffic legislation and law
enforcement efforts can be offset by poor quality traffic courts.

.,

,•Ill,

Sometimes existing statutes or the absence of statutes make it difficult for law
enforcement agencies and the courts to operate effectively. Several recommendations
considered by the Committee on Highway Safety have as their objective the i:rnprovement
of the highway safety program by increasing the effectiveness of law enforcement
agencies and the courts •

....

·-·
...

Traffic Courts
Traffic cases in Colorado are usually tried in municipal and justic~ of the peace
courtsa Municipal courts have jurisdiction over traffic offenses which are violations
of municipal ordinances. Justice courts have jurisdiction over traffic offenses which
,.. are violations of state law. In many counties more serious traffic violations, such
- ,.
as involuntary manslaughter or driving while intoxicated,are likely to be tried in
county court rather than justice court, upon decision of the district attorney. Since
municipal and justice courts are not courts of record, appeals from their decisions are
tried _de ~ in county court.
___ ,.

Merri.s Decision

1
The Merris decision by the Colorado Supreme Court is expected to affect the
traffic jurisdiction of municipal. courts, especially in home rule cities. While there
. ~ is considerable disagreement as to the actual ramifications of this case, many attorneys
construe the de.cision to mean that municipalities cannot regulate matters which are of
"state-wide concern."
If this interpretation is correct, municipalities will be un... able to enforce ordinances which provide punishment for a violation of any act which
is also a crime by state law. Consequently, local law enforcement officials would
have to have the district attorney try these cases under state statutes in state courts.
-• Traffic violations _such as driving under suspension or driving while intoxicated
would be tried in justice courts rather than municipal courts. The Merris decision has
also led to the adoption of jury ordinances by many municipalities so as to assure the
.... right of a defendant to a jury trial.
·

..

_j

1a

• ,.

-..
''

r:--=my

of Canon C1 ty ". Clyde James Merris. The case revolved around whether
driving while intoxicated can be prosecuted under a municipal ordinance which differs
from state law and whether a defendant prosecuted for an offense which carries a
criminal penalty in a municipal court trial, essentially civil in nature, without
opportunity of a jury trial, has been denied due process.
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Municipal Courts
Municipal courts in the larger cities are usually presided over by lawyer-judges.
Most of the state's municipalities have non~lawyer judges serving as police magistrates.
In a numter of instances, the police magistrate is also a justice of the peace. These
judges try all traffic offenses whether violations of state law or municipal ordinances.
Except for the larger cities, such as Denver, Pueblo, Colorado Springs, and Boulder,
the position of municipal judge is not full time.
Many people who appeared before the connnittee indicated that a number of the
municipal court judges and police magistrates in the small cities and towns are not
well versed in traffic safety problems, motor vehicle laws, and the rules of evidence.
It was recommended to the committee that in.service courses be set up in these subjects
for munic.:ipal judges. It was also reconnnended that prosecuting attorneys be present
in the courts at least in the larger cities.
The presence of a prosecuting attorney
would relieve the officer making the arrest of the necessity for acting as prosecutor.

_,

. ,.
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Only a curso:-:-;r study of municipal court operations and problems was made by the
Connni ttee on Highway Safl'i,>' because of concentration oh traffic safety needs on the
state level, consequently, no recommendations concerning municipal courts have been
madeo

>'

Justice of the Peace Courts
There are approximately 275 justices of the peace in Colorado who tried an estimated 32,000 traffic cases in 1957. The justice courts have been studied extensively by
another Legislative Council Connnittee. Reconnnendat1ons for improving the justice of
the peace system have been made by the Colorado Bar Association, the Colorado Judicial
Council, and Judge Mitchel Johns, Denver Superior Court.
The Connnittee on Highway Safety has held several joint meetings with the Legislative Council Connnittee on Justice Courts. The latter's study included a complete
docket analysis of all justices in 22 counties; a comprehensive analysis of all
statutes, constitutional provisions, and supreme court decisions pertaining to justice
courts; and seven hearings around the state with justices of the peace. The Committee
on Highway Safety has deferred recommendations on justice courts to the Justice Court
Connnittee.

,.
,_

Colorado State Patrol
The Colorado State Patrol is considered among the top three or four state patrols
in the country and enjoys a nation-wide reputation. The National Safety Council's
annual analysis of police traffic superv~sion has given the State Patrol a very high
rating for each of the last three years.
This analysis measures patrol activities
against the minimum performance record achieved by the state patrols rated in the
upper 30 per cent in the nation.

--r·

...-

The 1957 analysis rated the Colorado State Patrol highly on organization and administration,, pre-servic.:e and in-service training, and most aspects of accident
•'

....

2.

Annual Inventory of Traffic Safety Activities, Police Traffic Supervision, Sect. 5,
(analyses for 1955, 1956, and 1957).
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investigation and traffic law enforcement •
The analysis also contained a few criticisms of the patrol's operations. Based
on tne perfonnance level achieved by the state patrols in the top 14 states~ Colorado's
patrol falls below standard in: 1) the number of drunken driving and drunken pedestri~
convictions per drunken driving and drunken pedestrian accidents, respectiveJ.s'; 2) the
number of pedestrian arrests per rural pedestrian deaths;
and 3) the incidence of
chemical test use in drunken driving cases •

,,.

.
,
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.
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The lack of convictions for driving or walking while intoxicated, as well as the
failm~e to use chemical tests more than 24 per cent of the time, may be laid to a lack
of adequate legislation and to a lack of chemical testing equipment. These needs will
be discu.ssed in detail below in the section on "Implied Consent" legi.slationo

·• .

Selective Enforcement

..
.
-•

.....

The 1957 anaJ.s'sis places considerable emphasis on selectiV'e law enforcement, which
is the concentration of law enforcement activity on each of the different categories
of traffic violations in direct proportion to the number of accidents caused by such
violations. For the past several years, the Colorado patrol has made selective enforcement a cornerstone of its program. The patrol's 1957 records show that five
violations needed increased enforcement effort, because of the proportion of accidents
caused by them. These were taking the right of way, following too closely, driving on
the wrong side of the road, improper turning, and drunk driving •
Selective law enforcement is made more difficult by the many miles of Colorado
highways with limited traffic. The patrol has to try to cover these roads in addition
to the more heavily traveled highways in such a way as to make the most effective use
of its personnelo
Patrol Personnel

-··
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The National Safety Council for the last three years has indicateg that the patrol
may need up to 98 additional officers, depending on the criteria used.
The appl:ica~
bility of these criteria to Colorado is open to question, since the reduction in rural
deaths, as compared with an increase in rural miles traveled, indicates that the patrol
is doing an effective job with present personnel.
At the request of the Governor, Chief Gilbert Carrel has appointed a committee of
his supervisory employees to study the patrol's future personnel and organizational
needso The patrol has not made any requests for additional personnel, pending the
results of this study, which is expected to be presented to the Governor and the General
AssembJ.s' in time· for consideration at the next legislative sessiona

It is Chief Carrel's opinion that future personnel needs should be based on increases in the number of registered vehicles and/or number of miles traveled. He
informed the committee that the State of Washington now relates the number of patrol~
men to the number of registered vehicles as. a result of a s.imilar patrol study made

:r;--""Uased on rural accidents, the patrol needed 28 additional patrolmen in 1956 and 2 in
1957; based on rural miles traveled the patrol needed 62 additional men in 1956 and
70 in 1957; based on paved miles of state highway, the.patrol needed 86 additional
men in 1956 and 98 in 1957.
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in that state. Washington provides by statute that one patrolman be added for each
additional 2,500 registered vehicles. 'Ihe license fee was increased from $2.00 to
$5000 to provide for the financing of an expanded patrol program. The Washington
patrol itself determines when additional supervisory officers are needed as the result
of an increase in force.
One of the Colorado patrol's main problems, according to the chief, is that there
has been no increase in the number of supervisory officers since shortly after World
War II, even though the number of patrolmen has increased along with the number of
registered vehicles and miles traveled. Because of the state's peculiar geographic
conditions, often one corporal or sergeant has to supervise an area larger than is
satisfactory. One phase of the patrol study concerns the need for more supervisory
personnel in the field and the proper location of these men. At present, the patrol
has thirty-seven supervisory employees and two hundred patrolment. Several of the
supervisors are in staff functions, rather than in direct control of patrolmen in the
field.

'.

" ·,
L

Patrol Training Program
The patrol operates both an in-service and a pre-service training program each
year for six weeks at Camp George West, a National Guard training center near Golden.
The 1958 session got under way on April 28 and was concluded on June 6. Patrol recruits attended the full six weeks, and the experienced patrolmen, including supervisory personnel, spent one week at the camp.
Subjects covered included patrol policies, supply and maintenance, firearms,
photography, accident investigation, court procedure and testimony, report writing,
motor vehicle laws, and public relations, among others. Classes were conducted primarily
by top patrol personnel, with outside experts called in as needed. Classes were held
from 8:00 a.m. until 9:00 p.m. each day, with time out for meals.
A few local law enforcement officers from municipal police departments and sheriffs'
offices also attended the school at their own request. Because of the limited facilities at Camp George West, many more of these officers requested permission to attend
than could be accepted by the patrol.
There were thirteen men in the 1958 recruit class. Patrol turnover has been reduced almost 50 per cent as a result of salary increases and the special $50 per month
uniform and maintenance allowance. Only twenty-seven men left the patrol during 1957,
as compared with an average of fifty-five in former years.

,.

...

-
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Need for a New Training Academy
The patrol is dissatisfied with the facilities at Camp George West, but has continued to make use of the camp pending a decision on establishing a new training
academy. The chief concern is with the condition of the buildings, which are in
constant need of repair, and an antiquated heating system which makes it impossible
to operate the program on a year-round basis.

....

The patrol would like to have a permanent academy where it would be possible to
hold classes ten months a year. Such an expanded program would make it possible to
bring in experienced personnel for periods of longer than a week without disrupting
patrol work in the field. It would also make it possible to extend the recruit training period by bringing the new men in from the field at various times throughout the year.

~-
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It is Chief Carrel 0 s opinion that this proposed acadeJl\Y could be used by local
law enforcement officials and personnel from other public agencies, who would welcome
the opportunity to have a place to conduct their own training programs.
Two proposals for the proposed training academy have been under consideration by
the patrol. Preliminary plans have been drawn for an entirely new facility, which
wouid cost an estimated $400 ,ooo, · including the purchase of the land upon which it
would be located; attention has. been given as well to renovation of the Denver Farm,
at a cost of $100,000. 'l'his po,ssibility, however, rests on the completion of a trade
between the State Land Board and the City of Denver, involving the Denver Farm and a
portion of the City Park Golf Course owned by the state.

_,_ 1t

.

"

The Conmittee on Highway Safety has given consideration to patrol personnel and
training academy needs, but has made no recommendat:lons pending the release of the
patrolvs self~study report.

...
...
.

Absolute Speed Limit
An absolute speed law has been recommended by the Colorado State :Patrol, the State
Highway Department, and the Highway Safety Council. At present, Colorado has a prima
facie speed limit, which means that speed in excess of the limit is a presumption of
guilt, which places the burden upon the alleged offender to prove that he was driving at
a reasonable and prudent speed considering road, traffic, and weather conditions. If
the alleged offender can establish that he was driving at a reasonable and prudent
speed he is acquitted, despite the fact that he exceeded the limit.
With an absolute speed limit, any speed in excess of the fixed limit is automati..,
<.~ally a violationo There is also another type of speed limit in use in a few states.
A reasonable and prudent speed limit sets no maximum limits, but simply requires that
motor vehicles shall be. operated at a reasonable and prudent speed at all times. The
burden of proof is then placed upon the arresting officer-.

·-· f,

Colorado statutes provide for maximum pri~ facie limits of 60 miles per hour
on open highways 7 40 miles per hour on open mountain highways P 35 miles per hour in.
residential areas, 25 miles per hour in business districts, and 20 miles per hour on
The State Highway Department is also given
narTow winding highways and blind curves. 4
the authority to set Q!:ima fade 1.imits lesser or greater than the above, on the basis
of traffic and engineering studies.5 The only limit set above 60 miles per hour applies
to the Boulder~Denver Turnpike, on which the speed limit is 65 miles per hour. Munic.i-palities are also given the authority to set different pri~ facie limits on the streets
and highways within th6ir corporate limits,under certain c1rcumstances.6

- ..

Discussion of the Three Types of Speed Limits
Support of a reasonable and prudent limit is based on two considerations: l) such
a limit is closer to actual driving situations and habits and allows for var.iances
caused by different weather and road conditions; and 2) a reasonable and prudent limit
encourages people to drive safely., On the other hand, it is argued that a reasonable

4:--J~J.,4~33 ( 2} CRS 1953.
5o
6.,

13-,4•~33 ( 4) CRS 1953.
13-4,s,34 CRS 1953.
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and prudent limit does not provide enough guidance for the average driver, nor does it
provide enough compulsion for him to drive at safe speeds.
• 1

The advocates of Erima facie speed limits point out that such limits provide
guides for the driver as to what .is believed to be the maximum safe speed. Since the
speed limit is posted, it ·is easier to enforce than a reasonable and prudent speed limit.
A ,E,!:2;;~! f ~ limit provides for a more uniform maximum speed than a reasonable and
prudent limit.
t·

Opponents of the prima facie limit state that law enforcement officials and judges
often do not understand what a pri~ faci~ limit means, and that it takes additional
training_ of police officers in enforcement techniques and court preparation to make
enforcement of a prima fac:f.e limit effective. Enforcement of a p_rima fade limit is
much more difficult than enforcement of an absolute limit.
•"'

Supporters of an absolute speed limit cite the relative ease of enforcement under
~:,uch a limit, compared with other types. They say that it is possible to have a degree
of flexibility under a maximum limit, because enforcement officers usually allow a
five mile per hour tolerance. An absolute limit also provides definitely for a fixed
maximum speed on a statec•wide basis

--

0

1- -

Opponents of an absolute speed limit point out that an absolute limit imposes a
maximum speed which cannot be proper under all circumstances or in all areas of the
st.:d,te. Irn addition, there is a tendency to set an absolute speed limit higher than
a ,Erima facie limit o
An absolute speed limit does not mean necessarily that the max1mum speed would
appTy throughout the state regardless of road conditions. The State Highway Department
could still be given the authority to set limits below the maximum wherever its road
:;tudies indicate such a need.
The Uniform Motor Vehicle Code provides for maximum speed limits as follows~
miles per hour in any urban district, 55 miles per hour in other locati.ons at
night, and .60 miles per hour in other locations in the day time.7 The code also provides that lower maximum limits may be imposed after study by the State Highway Departco
ment.8

ao

"~·
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Twenty.,,seven states have adopted absolute speed limits, but none has adopted
the specific day-night limits set by the Uniform Code. Table XII shows the range
of maximum li.mits set by states which have absolute speed Hmits
0

Two states (Iowa and Nevada),with absolute speed limits also have reasonable and
prudent top speeds except where absolute limits are postedo One state (Montana) which
is shown as having an absolute speed limit actually has a combination of all three
·
type~ of speed li.mitso Montana statutes provide for a maxinrum limit which is reasonable
and prudent during daylight hours, except as posted, and 55 mph at night; }lowever, the
l.imi.ts may be raised or lowered by the highway commissio:n, which has set the daylight
limit as 65 mph prima facie •

''r;--uii1Torm-Motor Vehicle Code Article VIIl, 11.,,801
8., Ibid.
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TABLE XII

I

MAXIMUM SPEEDS IN THE 27 STATES
WITH ABSOLUTE.SPEED LillITS

."

. •

,.

.

)

Day Speed
50
55
60
60
65
65
65
65 prima facie
70
Reasonable & Proper
Reasonable & Proper

.

_

J •

'

l

Number of States

Night Speed

~

50
55
60
50
65
55
60
55
60
60
Reasonable & Proper

4
3
2

1

7£

1.£
ld

21
1

27
a

b

_,.

C

d

One state (Delaware) -- 55 on 4-lane and dual highways
One state (North Dakota) -- or as zoned.
One state (Missouri -- 70/65 on undivided federal highways, 70 on
divided federal highways
One state (New Mexico) ~- 60/45 in other than open country.
The Drinking Driver

.,. , i

Traffic safety officials agree that a sufficient amount of alcohol makes the good
driver bad and the bad driver worse; there is some difference of opinion as to what
constitutes a sufficient quantity of alcohol. In general 7 the standards are those
contained in the Colo ado statutes, which were taken from similar provisions in the
Uniform Vehicle Code.

9

:<..

Colorado laws provide that the amount of alcohol in the defendant's blood at the
time of the original offense or within a reasonable time thereafter, as shown by a
chemical analysis of the defendant's blood, urine, breath or .other bodily substances,
shall give rise to the following presumptionsg 1) if there is 0 05 per cent or less
by weight of alcohol in the defendant's blood 7 there is no presumption of intoxication
unless verified by other evidence; 2) if the ·proportion of alcohol in the blood by
weight is between 0.05 and 0.10 per cent, intoxication has neither been confirmed or
denied, but such fact should be considered along with other evidence; and 3) if there
· is Ool5 per 8ent or more by weight of alcohol in the defendant I s blood 7 intoxication
is presumed., 1
0

-
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The amount of alcohol which must be consumed to reach these blood content levels
varies according to the weight of the individual and his tolerance of such beverageso

I ,.
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Uniform Moto'r Vehicle Code, Article V, Section 11-902.
13,.4.. 30 (2) CS to 1957 CRS 1953.
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As a general standard, Dr. Horace Campbell, Chairman, Automotive Safety Conmittee,
Colorado Medical Society, told the c;onmittee that two 12e>Qunce bottles of beer or
two ounces of 100 proof whiskey are enough to bring the alcoholic content to 0.04 or
0.05 per cent in a 150 pound man.

There is general acceptance of the idea that the average driver must drink at
least three or four ounces of wh:i.skey or more than 1£ree bottles of beer before he is
sufficiently under the influence to drive unsafely.
As far as safety is concerned,
the real highway menace is the so.:.called social drinker. The driver who has had just
0nough alcohol in his system to release his inhibitions, who has reached the state of
·stimulation and has a false sense of well-being, is the one who forms the causal link
in the chain of many traffic accidents. The driver who has reached the extreme stages
of intoxication either cannot drive, or when he does so, at least sometimes gives
warning to other drivers by his own erratic behavior.12
A number of research studies have been made to determine the effect of alcohol

on driving skill. The findings of these studies have been quite similar and can be
illustrated by the results of a study made by the University of Toronto in conjunction
with the Ontario Attorney General's Department. Three conclusions were rea,;hed on the
relationship between the hazard of accidents and the ranges of alcohol concentrations
in the blood of motor car operators 13
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1) The hazard is significant when the blood alcohol concentration is above
0.10 per cent.
2) Between 0.10-0.15 per cent blood alcohol concentration, the hazard of
accident is 2.5 times that when the concentration is less than 0.05 per cent.
3) The hazard of accident when blood alcohol concentration is above 0.15 per
cent is 10 times that when the concentration is less than 0.05 per cent.
The Automotive Safety Committee of the Colorado Medical Society is of the opinion
that the hazard is greater than shown above for a blood alcohol concentration. of be=
tween 0.05 per cent and 0.10 per cent and has drawn on other studies for support. It
is their recommendation that Colorado and other states follow the lead of the Scandana..
vian countries and establish bl~od alcohol concentration of more than 0.05 per cent as
a presumption of intoxication.
·
Several law enforcement officials have indicated that a reduction from 0.15 per
cent to 0.10 per cent as the presumption of intoxication would be desirable; however,
the present standard of 0 15 per cent blood alcohol concentration as the presun1ption of
intoxication is generally accepted.

-

.

0
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.Alcohol as a Factor in Motor Vehicle Accidents

-

In Chapter I of this report, it was shown that driving under the influence was
responsible for five per cent of Colorado's motor vehicle accidents between 1953 and
1957, and for 10 per cent of the fatal accidents during the same perioda It was also
pointed out that these proportions may be low, because the difficulty of proving
"';>-1

rr.--•1The Dr1nldng Dr1ver
12.
13.

Thomas A. Seales, Traffic Safety Magazine Research
Review, December, 1957, page 83
ibid, page 82
Ibid, page 85
1'1 ,
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intoxication may have led to a lesser charge.
It has been asserted that the testing of all drivers involved in accidents would
show that at least 50 per cent of them had been drinking to some extent. This assumption is based on a number of studies of drivers involved in accidents in different
parts of the country which have shown that from 30 to 60 p~r cent of them had been
dririking.14
The failure to charge more drivers involved in accidents with driving whi1e
:intoxicated, and to obtain more convictions, has been attributed to several causes:
1) tho difficulty of establishing evidence if chemical tests are not available or if
the alleged violator refuses same; 2) evidence of guilt not properly presented in
court; and 3) reluctance of some judges to convict if the blood content is between
0.05 per cent and 0.10 per cent even though supporting evidence indicates intoxication.
Dealing with the Drinking Driver
Chemical Tests. In twenty-five states, including Colorado, the admittance of
chemical tests as evidence is authorized by state law. In nine other states, such
legislation has not been passed, but chemical tests are considered acceptable by the
courts until decided otherwise. Chemical tests are considered by most law enforcement
and traffic safety officials as the best method of establishing the guilt or innocence
of a person charged with driving under the influence; many of these officials feel
tha.t this evidence should be supported by observation of driver behavior and other
evidence.
It is important that chemical tests be conducted by qualified personnel using
accepted techniques in obtaining and processing specimens, and that expert witnesses
physicians or other qualified persons -·, be available to interpret the test results to
the court.

Chemical tests for alcohol concentration are based on breath, blood, or urine
samples. ·Breath tests are the easiest to administer because they require less
technical skill and portable machines are used. The three devices most common1y used
for breath tests are the Drunkometer, the Intoximeter, and the Alcometer.
A study has been made by Michigan State University on the comparability and
reliability of chemical tests for intoxication. Among its conclusions, the study
committee reported~ "It is believed that with a proper interpretation of the results
obtained by analysis of either the blood or breath, assuming that all analytical work
has been carried out in a proper manner ... analysis by Drunkometer, Intoximeter, and
Alcometer procedures, and blood analysis may be used with confidence and the results
so obtained will be reliable.15 The study also showed that the concentration of alcohol
ih the urine is less likely to be a reliable index of intoxication than the alcoholic
content of blood or breath.16

I4. "The Drinking Driver" op. cit. p. 85.

(Studies made in Cleveland, San Francisco,
Kansas City, Los Angeles, New Orleans, Atlanta, and the State of Kentucky); also
The Relation -of Alcohol to Motor
Deaths by Dr. Horace E. Campbell, a state ..
·--··....
-·---- ....,Car
....._ ---,-.,..,ment before the Legislative Council Connnittee on Highway Safety, June 28, 1957 0
Campbell based part of his remarks on Delaware and Maryland reports for 1956 0
f~aluating_ Chemical Tests for Intoxication, a report of the Conmlittoe on Tests for
Intoxication, National Safety Council, p. 10.,
Tuid p. ll
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Penalties for Driving While Intoxicated. Colorado statutes provide that the
first- conviction of drunken d:r:1ving is punishable by a fine of $100 to $1,000 or one day
to one year in jail, or both. The second offense within five years carries a jail
sentence Qf 90 days to one year and in the_ discretion of the court a fine of $100 to
$1,000. 17 This statute provide_s for a mandatory jail sentence on the second and
subsequent convictions; however, a law passed by the first session of the 41st General
Assembly (1957) gives justice courts the authority to suspend sentences in whole or
in pl:l.rt and, as a later law, supersedes the mandatory jail sentence provision. 18
These penalties are similar to the ones enumeTated in the Uniform Motor Vehicle
Code and are also comparable to those provided by law in most other states.
Revocation and Suspension. Colorado statutes provide for mandatory license
revocation for one year upon the second conviction of driving while intoxicated withina
five year period or upon tonviction of the first offense by minors. 19 Upon a third
conviction of driving while intoxicated the license is revoked for at least a period
of two years. 20

.-
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Under the administrative regulations pertaining to suspension and revocation used
by the Department of Revenue prior to May 14, 1958, the first conviction of driving
while intoxicated could result in a 60 day license suspension if recommended by hearing officers. Under the point system adopted by administrative regulation as of May
14, 1958, driving under the influence carries a penalty of 30 points which would be
sufficient for immediate suspension.
Colorado,California? and North Dakota are the only states which have discretionary
license suspension powers upon first conviction of driving while intoxicated; however,
no suspension is possible in Arizona and the suspension period in Nevada is only 10
days. The re~~ind~r of the states have mandatory revocation provisions. In all states
but Arizona there is mandatory revocation for the second or third conviction; in
Arizona suspension is discretionary in both instances.
Implied Consent Legislation
Colorado ranks with the majority of states in the legal admittance of chemical
test evidence and in its penalties for driving while intoxicated., including license
suspension and revocation; however, these measures are only a partial solution to the
problem of the drinking driver. Chemical tests were used in only 29 per cent of the
intoxicated driver arrests made by the state patrol. Accident record statistics for
the past few years indicate that many charges of drunk driving were not brought when
they might have been, or if brought were not sust~ined.

,.....,.

Under Colorado law, no person is required to take a blood alcohol test without
his consent and the failure to take such a test shall not be presumed as guilt on
the part of the person so refusing. 21
Most traffic safety officials are of the op1n1on that chemical tests should be
used in all alleged driving mile intoxicated violations, and that such tests are an
important enforcement tool as well as a protection for the innocent. The problem, then,
17.
18.
19.
20.
21.

13-4-30
79-2-24
13-3-23
Ibid.
13-4-40
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is one of devising a method by which chemical tests are extensively used without violating the rights of the alleged violator.
Four states have dealt with this problem by passing implied consent legislation.
In these states -- Idaho, Kansas, New York,·and Utah -- drivers are not required to submit
to a chemical test, but their refusal to do so constitutes grounds for the suspension
or revocation of their drivers' license. Issuance of a drivers' license assumes
consent on the part of the driver to a chemical test.
A summary of the Kansas Law is presented below for illustrative purposes.

The

laws in the other three states are quite similar.

Kansas Implied Consent Law. General Statutes of Kansas (1955 Supplement) G.S.
B-1001 "Any person who operates a motor vehicle upon a public highway in this state
shall be deemed to have given his consent to submit to a chemical analysis of his breath,
blood, urine or saliva for the purpose of determining the alcoholic content of his
blood ••• " Whenever an arresting officer has reasonable grounds to believe the person
arrested was driving under the influence of liquor he is required to administer a test
to the individual. If the person arrested refuses to take the test, the law prescribes
that "it shall not be given." The arresting officer then submits a sworn report of
the refusal to the state highway commission stating that he had reasonable grounds
to believe the person was driving under intoxication. Upon receipt of that report, the
commission suspends the person's driver's license for a period "not exceeding 90
days. 11 A hearing is then granted the person on the reasonableness of his failure to
submit to the test, after which the commission may "revoke the person's license or
permit to drive or nonresident opera ting privilege."
G.S. B-1002 requires that where chemical tests are administered, the test
results must be given to the person who submitted to the test, if the person so requests.
G.S. B-1003 provides that "only a physician or a qualified medical technician
acting at the request of the arresting officer can withdraw any blood of any person
submitting to a chemical test under this act."
G.S. 8-1004 permits the person to have an opportunity for an additional
chemical test by a doctor of his own choosing.
G.S. 8-1005 "The following presumptions prevail in cases of prosecution on any
criminal charge of manslaughter, or driving under the influence or for a violation of
a city ordinance:
(a)
(b)

Less than 0.15% - not under the influence; and
More than 0.15% - under the influence.

G. S. 8-1006 provides that these provisions do no,t limit the introduction of
any other competent evidence bearing on whether the defendant was under the influence
of intoxicating liquor.
Experience in the four states with implied consent legislation shows that
chemical tests are being used in almost all charges of driving while intoxicated
and that there has been a significant increase both in charges and convictions.
In the only test of constitutionality (New York) the implied consent statute was
upheld by the courts.
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In Colorado, implied consent legislation has been recommended to the Committee o~
Highway Safety by the Chief of the State Patrol, the Attorney General, the Automotive·
Safety Committee of the Colorado Medical Society, and the Colorado Citzens' Committee
on Highway Safety.

-·
,

R.ecoI1U11endations of the Committee on Highway Safety

'

>. -

Proper and effective law enfore,ement procedures dealing with the drunken driver
are a vital part of the highway safety program. La.ck of adequate legislation providing
.
for compliance in chemical tests :,i.n determining intoxication has handicapped the state
patrol a,nd other law enforcement agencies. It has also resulted in insufficient evidence •"
offered. in some court eases. Colorado a;tready has leg1slation providing for the admittance.,.~
of chemical tests as evidence in drunken driving cases the next step is the adoption of
legislation which will extend their use.
~

It is the oommittee's opinion that the adoption of implied consent legislation
would provide a means for extension of chemical testing without forcing anyone to take
a test against his will. After examination of the four states with implied legislation,
the committee determined that the Kansas law with modifications would be the most
suitable for Colorado.

..

The committee therefore recommends the adoption of the Kansas statute with these
~hanges,~ 1) sub,,sti tutioi:1 of the ag~ncy res~onsible for mot~r vehicle administration
1n Colorado for State Highway Commission; 2 2) that chemical tests be limited to
breath, blood, or saliva, because urine tests are considered less reliable; and 3)
that the presumpti!'.)n of intoxic;ation in the present Colorad'o statute be substituted for
those in the Kansas statute.
!4:ght of Way Legislation

l ....

Du.ring the past five years, right of way violations ranked second as the cause
of all motor vehicle accidents 'in Colorado and fifth.as the cause of fatal accidents.,
More than 17 per cent of all accidents and seven per cent of fatal accidents were
attributable to failure to yietd'or grant right of way.
.
Colorado Q s statute pertaiqing to vehicle right of way at open intersections
follows the provisions of the Uniform Motor Vehicle Code. 23
Colorado's law provides
that~ 1) the driver of a vehicle approaching an intersection shall yield the right
of way to a vehicle which has ~ntered the intersection from a different highway; 2)
when two vehicles enter an int~rsection from different highways at the same time the
driver of the vehicle on the left shall yield the right of way to the vehicle on
the right.
Colorado's right of way law is not followed state wide. Tne City and County of
Denver provides ·by ordinance that the vehicle on the right has the right of way rather
than the first vehicle in the intersection. Boulder has been considering adopting a
similar ordinance.
If the existence of two right of way rules were the only problem, a convincing
argument might be made for the need of Denver to change its ordinance, especially since
Colorado law follows the Uniform Motor Vehicle Code
0

22.
23.

An independent motor vehicle department if another committee recommendation is
adopted; if not, the Department of Revenue, Division of Motor Vehicles.
13-4-52 CRS 1953.
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A more serious problem arises from the different interpretations given the first
provision of the Colorado statute by the general public and the courts. The lay
interpretation is that the first car in the intersection has the right of way regardless
of the proximity of another vehicle approaching the intersection from another direction •
This interpretation has led to intersection races which in turn have resulted in accidents.
On the other hand, the courts, in general,·have ruled that the vehicle on the right rule
applies only when two vehicles approach the intersection in such proximity that there is
danger of collision.24

.
I...

The prime purposes of right of way rules is to determine the order of preference
between motor vehiclestraveling on intersecting roads or streets in order to prevent
collisions between such vehicles and to avoid the confusion and danger inherent in races
to get to the intersection first.25

•
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It would appear that there is a conflict between granting right of way to the first

vehicle in the intersection and the prime purpose of right of way rules which is to avoid
accidents and intersection races. This conflict has apparently been resolved by the courts
which have ruled that only the vehicle on the right has the right of way if there is
reasonable danger of collision.
Since these court interpretations have been made in a large majority of the states,
including Colorado,26 the first vehicle in the intersection generally has application only
when there is no possible danger of collision. In other words, it would seem that this
rule appears when there is no need for a rule at all, because if two vehicles approaching
an intersection are not in close enough proximity to have a collision, there is no need
to determine preference.

'

r

Edward C. Fisher, Associate Counsel, Northwestern University Traffic Institute in his
comprehensive study of right of way in law enforcement draws the following conclusion.27
"In view of the modern principle that right of way rules apply only when
vehicles approach a crossing at so nearly the same time that a collision is
likely to occur unless one gives way to the other, it seems clear that the
'first-in-the-intersection' rule no longer has any practical application. If
there is reasonable danger of collision, the •car-on-the-right• rule applies;
if there is no danger there is no need for any right of way rule. No problem
of precedence is presented. Since the 'first-in-the-intersection' rule is one
of danger and has confused the motorists and courts long enough, it should be
eliminated from future traffic codes."

l~
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Recommendation of the Committee on Highway Safety
The Committee on Highway Safety is in complete agreement with the conclusion drawn
by Mr. Fisher. Consequently, the committee recommends that the Colorado right of way
statute be amended to provide only for the vehicle on the right rule. Since the firstin-the-intersection rule gives way if there is reasonable danger of collision, and is not

.
"·

24.
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27.

Right of Wav In Traffic Law Enforcement, by Edward C. Fisher, Associate Council,
Northwestern University Traffic Institute, 1956, p. 55.
Ibid. p.12.
Ibid. pA7.
Ibid • p. 55.
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needed if there is no such danRer, it should be repealed.
It is aq~ued by some state traffic safety officials that no change should be
made in the right of way law so long as the Uniform Hotor Vehicle Code provides for
the first-in-the-intersection rule. Unless a change is made in the Uniform Code,
Colorado would be out of conformity with other states, causing confusion for out
of state travelers.

The Cammi ttee on High'l-my Safety agrees that the Uniform Code should be changed,
but that there is no reason for Colorado to retain an unworkable law just because
other states adopted it.

I

Uniform Summons and Complaint
The uniform summons and complaint is being used extensively in Delaware,
Maryland, Michigan, Minnesota, .New Jersey, New Hampshire, New York, and Tennessee.
Ten other states report limited use. In Colorado, it has been adopted by Denver,
Boulder, and Pueblo; and four smaller communities use a fonn of the ticket: Ault,
Canon City, Victor, and Yuma.

,. '

The uniform summons and complaint is a four part traffic ticket each of
which is numbered in sequence. Upon issuance, the orir:inal is given the alleged
violator, one copy goes to the court as a summons, one is sent to the agency
responsible for motor vehicle administration, and the fourth is retained by the law
enforcement agency. A sample uniform summons and-complaint as used in the City
and County of Denver is shm·m below.

r,_

COMPLAINT

A 115226

IN THE MUNICIPAL COURT IN AND FOR THE CITY(~ ~OUNTY OF DENVER AND STATE OF COLORADO, CITY AND COUNTY ot DENVER, PLAINTIFF v.
State _ _ _ _ _ _ _ _ _ ., Llc. _ _ _ _ _ _ _ _ _Yr. _ _ __
NAM·------,L,-a--,sl-------=Fa-lrs-;t-..-_.---.-ln.:ltl'al,------EFENDANT

!z:

Maka _ _ _ _ _ _ _

~

.. odal _ _ _ _ _ _ _ _,Color_ _ _ _ __

g~~ut~'t1c. 8 ~ - - - - - - - - - - - D a t a of Birth _ _ _ _ _ _ __
Bureau
Police
Mala
hsulng _ _ _ _ _ _ _ _ _ lstrlct _ _ _ _ -------LJ Female _ _
The City and co,fnty of D var St ta of Colorado, to Iha above named defendant, greetings: You are hereby ordered to appear before this court at the time and place shown be•
low to answer charges of lol Ions ndlcatad below, of The Revised Municipal Code, which occurred In Iha City and County of Denver, Colorado, at
(LOCATION) _ _ _ _-4-_ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ on or about DAT _ _ _ _ _ _ _ _ _ _ _ _ _Tlma _ _ _ _ ____,M.

CC Addrass _ _ _ _----::::=-----=r-:71-"7'-r--t-----------

R

&::
::E Business Address

8
:

~ Date Sarvad _ _ _ _ _ _ _ Tlme _ _ _ _ _ _ __ . , , _ _ _ _ _ _ _

Complainant

erlal No.

::e

a

Court appearance at _ _ _ _M,, on tha _ __,day of _ _ _ _ _ 19 _ _,
WEST SIDE COURT BLDG., COLFAX AND, KALAMATH, COURT ROOM _ _

Complainant

arlal No. _ _ _ __

U

.,,
IPPERY
1=a--:::S:,PE==E"'"Di'""N,:,G--,(o_v_er__,l,--lm-,:lt,,...)----=□=-=5-m-.-p."""h.----,□
=-ca6""·l""O-m-.-P,..,..h.----□
~D~v-er-1""0-m-.-P,..,..h.-----1~.~PAVEMENT

::e

iE

!. .

~_ _ m.p ..
h In _ _ m,p
6llh.3
.. zone )
O No Signal
I LEGAL LEFT TURN
~
513.9-1
0
ILLEGAL RIGHT TURN □ ~h~i~•I
"'zDisobeyed Traffic Signal □ Past Mlddla
_
(Whan laht turned red)
Intersection
_,
508.6-2
Ill
□ Disobeyed STOP SIGN
D
w
ro n_g place
>
51 5 5
Z
Improper Passini
O At lntersactlon
514.3
"'
Q
Lane U1111e
D Lane straddling
514.8-1

<ti.
~

511.3

0

O Cut corner
513.1-2

□ 1m.t1.on11 lane
O Middle of
Intersection
O
O
O

508.6-2

w, 1k_ speed

5 15 5
Cut In
514.3-1
Changln11 len11
514.8-1

□
O
□

D
O

-----

Rain
C USED RSO
CID
Snow
TO DODGE
~ Ped.
Po Vehlcla
W511.3
e!'
.l!
Nlclaght
Pedestrian
Rlnl11tehrtse1cnt11olen
.
rong Lana
g,!:!
DI
~Two-way street 513.1-2 ->VISIBILITY
Fog O R1lnln11
r ver
Head on
Ona-way street 513.1-3 -.;'o
Snowing
JUS1 MISSED
Sideswipe
0
t1on11 lana
~JOTHER TRAFFIC
cS:m1n11
ACCIDENT
~~~r :fidroadway
Not reached
o ,.PRESENT
Pedestrian
O
Hit fixed obJect
Intersection
E i!r_____...,.._sa..m.,.e.d;;,;lr,_ec.tl,_on_,,_ _ _ _ _ _ _ _ _ _ ___.
508.6-2
l'i
Faster
8"' OTHER VIOLATIONS (describe) _ _ _ _ _ _ _ _ _ _ _ _ __
515.5
On left side of roadway
514.5
Double yellow line
514.6-1(4)

8

g~

sff

•'-,

,':..
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The ticket contains blocks which are checked by the arresting officer according to
the nature of the alleged violation, the degree of the alleged violation, and the
circumstances involved in the violation. Each check mark has a unit value upon which
fines are based. Under the system adopted in Denver, all check marks in the extreme
left column are one unit violations; those in the second column, two unit violations, and
those in the third columQ, three unit violations. The section on the right of the
ticket deals with conditions and circumstances involved in the violation and are graded
in units, according to their seriousness. If found guilty, the violator pays a fine
equal to the unit fine times the number of uni ts for which he was convicted.

,,,.

I

I

.

State wide adoption of the Uniform Summons and Complaint in Colorado has been
recomme·nded by the Chief of the Colorado State Patrol, the Attorney General, the
Highway Safety Council, and the Colorado Citizens I Committee on Traffic Safety. Several
national traffic safety organizations have also advocated extensive use of the uniform
summons and complaint.
State wide adoption of the uniform summons and complaint has been advocated because
of several advantages.
1)
.

2)

,.,

--

3)
4)
5)

- J

Those opposed to the use of the uniform summons and complaint argue that this
ticket usurps the function of the court in that law enforcement officers must weigh
circumstances and determine the seriousness of the violation in making out the_ ticket •
It is also argued that the ticket imposes a rigid straight jacket upon the court which
denies lat.itude of judicial discretion.

._;.
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...
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It makes possible the uniform treatment of traffic violators on a state wide
basis.
It makes it practically impossible to "fix" a ticket or alter testimony or
change in court, because the three copies of the ticket go to three different
agencies.
It provides for a uniform fine schedule, keyed to the offense, its seriousness,
and pertinent circumstances.
It provides the motor vehicle agency with data for its driver record files and
to serve as a check on traffic court fines and accident reporting.
It encourages selective law enforcement by aiding the officer in interpreting
the seriousness and consequences of violations.

.

The Traffic Court Committee of American Bar Association points out that there must
be some over-all agency to set the ground rules and administer the uniform summons and
complaint to insure the possibility of state-wide uniformity. Without a uniform set of
procedures and uniform fine schedule based on unit values, the uniform summons and
complaint would be subject to a variety of interpretations by the 275 Justice of the Peace
courts in the state. Neither the law enforcement agency responsible for the ticket's
issuance nor any other administrative agency should be given this responsibility. As a
judicial function it should be administered by the State Supreme Court. The Colorado
Supreme Court has the authority to carry out this function through its statutory administrative power.28 It is very doubtful, however, that the supreme court could take on an
added burden at this time because of its substantial case backlog.

,.

,,.

28.

37-10-1 through 37-10-5 CRS 1953.
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Integration of the penalty assessment fine system with the unit fine values on the
uniform summons and complaint is also cons_idererl necessary so that one fine system would
prevail, even though an offender chose to accept a penalty assessment ticket rather than
appear in court. If this were done his fiqe would be based on the same standard and
would be equal to that he would have paid if found guilty by the court. The chief of the
state patrol told the committee at its May, 1958 meeting that this change would be
satisfactory to the patrol.
·
If the uniform summons and complaint is adopted on a state wide basis an ultimate
p;oal might be the integration of the unit values on the uniform summons and complaint
with the unit values set up under a point system. This integration would establish a
common ~asis for both fines and suspension or revocation. In other words, the more
serious the offense, the larger the fine and the higher the point value for suspension
or revocation purposes. This proposal would also assist in selective law enforcement
in that emphasis would be placed by the judge, the motor vehicle agency, and the law
enforcement officer on those offenses most related to accident causation.

-,

~-
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Recommendation of the Cammi ttee on Highway Safety. The Cammi ttee on Highway Safety
reconnnends the state wide adoption of the uniform summons and complaint contingent upon
the Colorado Supreme Court taking the responsibility for administering its use and setting~
the s tan~.ards thereof.
Accident Dama£e Sticker Program
The accident damage sticker program was originated in the City and County of Denver
and has been adopted by ordinance. Each car involved in an accident with combined property~
damage of more than $50 is issued a damaged car sticker by the investigating officer.
When the car is taken to be repaired~ the sticker is notification to garage men that work
may proceed on the car. The sticker is removed at the garage after repairs are made and
before the car is returned to the owner.
Under city ordinance the owner or person in charge of the garage is required to report,.
within 24 hours, to the police any car which shows evidence of having been in an accident ,~
or struck with a bullet and which has no damaged car sticker. The alleged accident is
then investigated by the police. At the culmination of the investigation a sticker is
placed on the car and repairs may be made.
A person who damages his car by collision with his garage door or fence or through
a similar accident must report the accident to the police. After the report is checked
out, a damaged car sticker is. issued. Accidents occurring outside of the City and County
of Denver must als.o be reported if repairs are to be made in Denver. In these instances,
the reports are checked with the state patrol or appropriate local law enforcement agency
to confirm the report.

The use of this sticker has resulted in a considerable reduction in man hours on the
part of the accident investigators who previously spent a large portion of their time
tracing damaged cars found in Denver. It has also resulted in a 30 per cent increase in
the solution of hit and run accidents in Denver since May, 1957.
Denver's damaged car sticker program is not as effective as it might be because
drivers take their damaged cars to garages in the metropolitan area outside of Denver
city limits. A state wide accident damage sticker program would eliminate this practice.
Such a &tate-wide program has been adopted in Utah and is being considered in California.
The chief of the state patrol to1d the committee that Colorado could benefit from such a
program, although the number of hit and run accidents is not as much of a problem outside the Denver metropolitan area.
- 60 -
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The Motor Vehicle Divisionp Department of Revenue, has given consideration to
setting up a state wide damage sticker program by administrative regulation. It might
be possible to do so under a broad interpretation of the Colorado statute requiring
every driver of a vehicle involved in an accident resulting in death, injury, or property
damage to report such accident either to the state or local police authorities within
24 hours.29 This statute also re~uires garages to report on vehicles which show evidence
of having been involved in an accident or struck by a bullet.30 Utah's state-wide damage
sticker program was set up by administrative regulation under the provisions of a similar
accident reporting statute.. The chief of the Colorado state patrol, however, would
prefer to have the program specifically enacted into law. Even if au accident damage
sticker program were enacted into law, there is doubt whether it would be applicable
in tne 22 home rule cities. Without the participation of these cities, the intent of
the program would be defeated, because cars could be taken into these cities for repairs
without needing a sticker. Adoption of this program would also cause additional paper
work for garares and might result in inconvenience to a great number of motorists who
would have to explain minor accidents such as denting a fenrter on the garage or fence
while backing out of the driveway. It can be argued that this inconvenience is a small
price to pay for the solution of hit and run accidents •
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Committee on Highway Safety Recommendation
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The Cammi ttee on Highway Safety recommends the adoption by statute of an accident
damage sticker program similar to the one in effect in the City and County of Denver •
It recommends further that home rule cities be requested through all feasible means to
adopt similar programs by ordinance. The Merris decision may obviate this necessity,
and a bill by the legislature may suffice.
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"Hot Pursuit" Legislation

The presiding judge of the Denver Municipal Court recommended to the committee that
legislation be passed which would permit local police to follow violators of city ordinance:
across county lines in "hot pursuit" with power of arrest and service of summons in such
cases 9 re~ardless of county lines. This would be comparable 9 in theoryp to the authority
already vested in local officers to follow and apprehend_ in felony cases.
Such legislation was proposed during the. first session of the 41st General Assembly
and was passed by the House; it was then referred to the Senate Judiciary Committee 9
where no action was taken. The content of this proposed legislation (House Bill 323)
is presented below.
" ••• Section 1. Whenever any peace officer of any city 9 city am county 9 county 9
or incorporated town in the State of Colorado believes, on reasonable grounds 9
than any person then within the said city 9 city and countyP county 9 or incorporated town in which the said peace officer has jurisdiction~ has violated a
statute of the State of Colorado or an ordinance of such political subdivision
for which violation such person might lawfully be arrested within such political
subdivision, and such officer starts in pursuit of such person while such person
is still within such political subdivisionp and while the officer is in such
pursuitP such person crosses the boundary of such political subdivisionp the
officer may continue pursuit of such person and arrest him when he is overtaken
anywhere within the State of Colorado with all the right and authority which
such officer had within such political subdivision in which the pursuit beganp
and may return the prisoner to the said political subdivision in which the pursuit
beg~n and there deal with him in all respects as if the arrest had been made
within the said political subdivision ••• "
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Legislative interest was demonstrated by the fact that H.D. 323 passed the House
on third reading with only six dissenting votes. This bill was probably not considered
by the Senate because it was received and assigned to the Senate Judiciary Committee
just four days before the closing of the session.
No action was proposed by the Committee on Highway Safety on either hot pursuit
legislation or on another proposal outlined below which would provide for the service
of local court summons outside the court's jurisdiction. Limited time and the priority
of other highway safety measures. precluded sufficient consideration of these two
proposals to make reco1Tll11endations pro or con at this time.

.
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Service of Local Court Summons Outside the Court Jurisdiction
The presiding judge of the Denver Municipal Court also recommended passage of a
law which would authorize service of local court processesp sunnnons» and warrants 9
including those of Denver Municipal Court 9 at places and locations anywhere within the
limits of the state of Colorado, regardless of county lines, on a basis comparable to
that now permitted in cases filed before justices of the peace and other state courts.
The effect of this proposed legislation would be to authorize municipal and police
magistrate courts to prosecute non-residents of the municipality who are in violation of
a municipal ordinance and who live within the boundaries of the state. Ordinances dealing
with traffic and motor vehicles generally would be the most affected 9 and municipalities
would be provided with a method of enforcing these ordinances against out-of-town traffic
viola tors.
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CITIZENS SUPPORT AND TIIE COLORADO HIGHWAY SAFETY COUNCIL
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Citizen acceptance and support is extremely important in the initiation and
development of a comprehensive traffic safety program. Such support rests upon public
under3tanding of the problems of traffic safety and the need for corrective measures.
Citizen support is not limited to endorsement of suggested programs by citizen safety
p,roups, even though such endorsement is very important. It also involves the personal
acceptance of highway safety programs by individual citizens, as demonstrated through
adherepce to safe driving practices and respect for laws and regulations set up for their
protection.
Public support can be achieved through an educational program with the help of
citizens' safety organizations, service and fra terna 1 organizations 1 other community
groups, and the mass media such as radio, televisio~ and the newspapers. 'l'he s:timula tion
of these local groups is a function of state organizations such as the Colorado Citizens'
Committee on Traffic Safety and state and local traffic safety officials.
Citizen groups also assist in callin.g attention to the weak spots in present
highway safety programs and in providing a channel for exchange of ideas and plans between
official and non-official agencies. Highway safety should be everybody's business, and
organized citizen support is a necessity if a highway safety program is to be successful •
Colorado has a number of community safety organization~which are assisted in a
variety of ways by state and local traffic safety officials as well as by the National
Safety Council and other national groupso Assistance is provided by the Colorado
Highway Safety Council through conferences, provision of literature, and help in
establishin~ community safety organizationso
The Colorado Hi~hway Safety Council

_'<

The Colorado Highway Safety Council was established by statute and is composed of
an official committee, an advisory committee 9 and staff.1 The official committee is
composed of the Director of Revenue 1 or some one from the Motor Vehicle Division appointed
by him; the Chief of the State Patrol, the Commissioner of Education 9 the Attorney General,
the Secretary of State, the Chairman of the Public Utilities Commission, and the Chief
Engineer of the State Highway Department. The advisory committee is composed of 12
citizens appointed by the governor for overlapping six year terms 2
0

The Highway Safety Council is charged by statute with the following duties and
functions~3
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1)

r.
'

'

2)

- ,-,

to study problems of street and highway safety 9 safety control and
engineering, observance and uniform enforcement of highway safety laws;
to act as central coordinating agency on the planning and execution of
safety programs and campaigns;

1~
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2.
3o

3a,5-l and 2 CRS 1953.
3-5-3 CRS 1953.
3-5-4 CRS 1953.
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3)
4)
5)
6)
7)

to conduct conferences on various phases of street and highway safety
traffic law enforcement;
to advise with and assist the Motor Vehicle Division, State Highway
Department, Colorado State Patrol, State Department of Education, and
all other agencies for the purposes lised in (1) through (3) above;
to study safety programs in other states and the recommendations of all
persons and groups engaged in the study and promotion of highway safety;
to keep public informed of the Highway Safety Council's activities and
recommendations; and
to report biennially to the governor.
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Al].. final actions and decisions of the Highway Safety Council are made by the
.• ~
official committee. The advisory committee's recommendations and actions are not official
unless approved by the official committee .4
~In addition
Division and the
for part time or
carrying out its

to the full time staff of the Highway Safety Council, the Motor Vehicle
State Patrol are authorized and directed to assign the safety council
full time work, any employees deemed necessary by the safety council for
program.5

•'
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The Highway Safety Council appropriation for fiscal year 1959 was $53,542. The.
safety council's appropriation has increased a few- thousand dollars each year. The
appropriation for fiscal year 1956 was $29,975; $38,637 for fiscal year 1957; and $49,008 ~
for fiscal year 1958.
~~
0

•

During 1957-1958, the Highway Safety Council had a staff of eight people including
a director, deputy director, field representative, information writerJ administrative
secretary, safety service assistant;, and two clerk-typists.
Highway Safety Council - Operation and Programs
The Legislative Council Committee on Highway Safety held a meeting in the offices of
the Highway Safety Council in April, 1958, to discuss fully the safety council's programs
and operations, and to examine its physical facilities. The committee was especially
interested in how the safety council carried out its statutory functions. This meeting
was one of several held by the committee with the various agencies participating in the
highway safety program.
The committee asked the director of the Highway Safety Council several questions
concerning his agency's statutory duties and responsibilities and how they are carried
out. For example, section 3-5-4, CRS 1953, provides that the Highway Safety Council
shall study problems for street and highway safety, safety control and engineering,
and uniform enforcement of highway safety laws. The Director said that the safety
council does not have a "heavy" research program. Accident record data is interpreted
and used for safety campaigns and slogans. He added that the Traffic Engineering
Division of the State Highway Department handles traffic engineering research, while the
State Patrol makes studies pertaining to enforcement.
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5.

3-5-5 CRS 1953.
3-5-8 CRS 1953.
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To find out what type of advice the Highway Safety Council provides its seven
participating agencies (Department of Education, State Patrol, Attorney General's office,
Secretary of State, State Highway Department, Public Utilities Commission, and Department
of Revenue), the committee asked for which specific programs had the council been asked
to provide comments and recommendations. As a general rule the safety council staff is
not·called in for such assistance. In regard to the vehicle inspection program, for
example, the safety council was not consulted by the Director of Revenue, his deputy,
or the head of the Motor Vehicle Division regarding the safety aspects of the new
inspection program, although, in the past, this had occasionally been done. For example,
the safety council director was consulted on the establishment of the motor scooter
licensing program.
While cooperation with the participating agencies is generally good, the Highway
Safety Council is often not consulted on programs where it might be of help. Of
necessity, the safety counc:ilmust rely on public relations with the participating agencies
to realize its goals, because it does not have the authority to perform most of its
statutory functions.
In its budget request for 1958-59, the Highway Safety Council had listed a research
statistician, but such a person probably will not be added to the staff, because the
appropriation for 1958-59 is less than the amount asked. 'lhe safety council director
said that it was impossible for his office to do much research at present because his
staff is kept busy with field work and setting up safety conferences.
The committee next asked about the planning and execution of safety programs·;
~pecifically, how and by whom such programs and safety campaigns are measured. It was
explained that the Official Committee of the Highway Safety Council determined the programs
and campaigns. Ideas are received from the advisory committee, the seven participating
agencies, the National Highway Safety Council, the teenagers I highway safety groups 1
and from the Highway Safety Counci 1 staff.
It is difficult to gauge results of these programs and campaigns, and the Highway
Safety Council has not worked out any procedures for doing soo Usually, lay people
and highway safety officials write to the safety counci 1 and comment on these programs
and campaigns. Evaluations received in this way are the only measure of success which
the safety council has at the present time.
The Official Committee of the Highway Safety Council meets five to seven times a
year. Often, some of these officials send other members of their respective departments
to represent them at these meetings. 1ne official committee discusses traffic safety
problems and programs and makes all policy decisionso
The committee asked whether the Highway Safety Council ever made any recommendations
to any of the national organiaations which set standards for the various aspects of
highway safety; in particular, the committee was interested to know whether any
recommendations had been made regarding changes in the Uniform Vehicle Code. The director
indicated this had never been done. He stated that at one time he had suggested that the
official committee sanction a request to motor vehicle manufacturers that the clicker on
turn signals be made louder, but the official committee had felt that it would be
presumptuous of the Highway Safety Council to make such a reconnnendation.
The statutes also provide that the Highway Safety Council study safety programs
in other states as well as the recommendations of all persons and groups engaged in
the study and promotion of highway safety. The director of the safety council said that
information on programs in other states is usually picked up at the various national
conferences which he and/or members of the official committee attend. Occasionally, his
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office writes to other states for specific information, and he has set up files for
material on miscellaneoµs aspects of highway safety. He also depends upon the various
member agencies of the safety council for information in their specialized fields.

:'

The various safety conferences held in-Colorado produce many recommendations for
highway safety legislation and programs. 1hese recommendations may become part of the
Highway Safety Council's program.
While 3-5-8, CRS 1953, directs the Motor Vehicle Division and the State Patrol to
assign personnel, either full or part time, to the Highway Safety Council upon request,
such a request has never been made. Since these agencies are also short of personnel,
the safety council has refrained from requesting such assistance, except for speeches
and conference help.
The major activities of the Highway Safety Council are the arrangement and holding
of conferences, field work -- includinr, assistance to municipalities in setting up local
safety organizations -- and work with teenagers. At present, there are 75 teenage clubs
and 25 community safety organizations in the state. The Highway Safety Council considers
the teenage safety program most important. Not only do the teenagers become interested
in practicing highway safety, but their parents become interested as well. Teenagers may
join the various safety groups when they are in the ninth grade and continue through high
school. They make speeches, distribute literature,. carry out safety campaigns, and
generally promote highway safety. Colorado is nationally recognized for its fine teenage
program, and many other states have written for information about it.
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Recommendations of the Committee on Highway Safety
TI-u:i Cammi ttee on Highway Safety recognizes the importance of public relations and
traffic safety campaigns. 'Ihe committee also recognizes the importance of citiz.en support
in the prevention of fatalities and accidents. Nevertheless, the committee feels that
the Colorado Highway Safety Council has overemphasized public conferences, sloganeering,
and press releases in its programs against hi~hway death and destruction. In the
committee's judgment, these programs have not been particularly effective in reducing
accidents and fatalities.
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Traffic safety public relations programs, to be effective and educational, should
be based on the results of highway safety research and program needs. This type of
information is of much more constructive help to citizens' groups than sloganeering and
press releases. The committee feels that there has been too much emphasis on this aspect
of public relations, to the neglect of safety research and other functions with which
the Highway Safety. Council is charged.
The Committee on Highway Safety believes that even the possible effectiveness of the
highway safety public relations program has been hampered by the organizational structure
of the present Highway Safety Council. Seven independent state agencies have a hand in
its direction,and the safety council director has no authority to direct the participating
agencies in highway safety campaigns, but must depend on each agency's cooperation. The
Highway Safety Council was set up for the purpose of coordinating the state's highway
safety activities, a commendable objective, in the committee's opinion; however, just the
opposite seems to have been achieved. 1he participating agencies still go their separate
ways and in some instances duplicate the efforts of the Highway Safety Council.
The Committee on Highway Safety recommends that the Highway Safety Council as it
is presently constituted be abolished. In its place there should be a division of highway
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safety within the framework of an independent motor vehicle agency. Ten states with
inctependent motor vehicle departments have placed traffic safety functions in their motor
vehicle departments. These states are Massachusetts, New Hampshirep Nevada 9 North Carolina,
, Ohio, Oregonp Rhode Island, South Dakota, Vermont, and Wisconsin. The director of the
proposed highway safety division ,should be directly responsible to the director of the
motor vehicle department and the relationships between other departments and the proposed
highway safety division should be spelled out by statute. If it is deemed advisable to
set up a coordinating connni ttee to replace the Official Committee of the Highway Safety
Council, it would be more effective if established as the Governor's Coordinating Committee
on Highway Safety,as has been done in some other states.
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